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Reading time: 3 minutes to learn how to 
¢ cut engine wear up to 38% 
¢ prevent loss of power, compression 
e save 15%-25% on oil .. . without ever 
changing your oil filter 











by Albert Wells 


T ALL STARTED the day I got the bill: $214.36 for 

an engine overhaul—and I had only 28,000 miles on 
the car! 

I told my troubles to a neighbor—a lubrication engi- 
neer—told him how I'd always changed oil every 1500 
miles, changed filters every 5,000 miles. His answer 
floored me. 

“You've been wasting your money; he said. “We’ve 
spent millions developing oil additives that keep carbon, 
gum and abrasives from damaging your engine. Your 
oil costs about 15¢ more a quart because of those addi- 
tives. Yet oil filters on the market today are made of rag 
or paper—they soak up additives like a blotter. The more 
often you change oil filters the more money you waste!” 

“But don’t I need a filter to take the impurities out of 
the oil?” I asked. 

Hetooka deep breath. “This will really shock you. Engine 
damage is done by abrasives 10 to 40 microns in size (a 
micron is .000039”). Your oil filter can’t take them out be- 
cause rags or paper can’t be packed tight enough without 
stopping oil flow when the fibers soak up oil and expand” 

“Isn't there any kind of filter that does the job it’s 
supposed to do?” 

“No, except for the porous bronze filters they’re making 
for supersonic aircraft. And you can’t buy a filter like 
that for your car.” 

I asked myself: “Why not?” Next day, I tracked down 
the outfit that was making the filters for aircraft, and got 
the answer. These porous bronze filters were made by 
fusing together millions of tiny bronze balls. Non-absorb- 
ent, they didn’t remove additives, yet they removed 
abrasives in the 10-to-40 micron danger zone. Could they 
be made for automobiles? Again, the answer floored me. 


LIFETIME FILTER TESTED IN CARS, TRUCKS, BOATS 
Test models had already been used in cars and trucks 
Geeeseeeseeseseesesessseseaassssesaanacon 
Permanent Filter Division, Dept. FM-9 
CONTINENTAL MANUFACTURING CORP. 
Washington Blvd. at Motor Ave., Culver City, Calif. 


Ship 0 complete unit 0 conversion kit 
Make, model, year of car: 


Present filter make (if known) 

I enclose CF $12.95 for complete unit ($18.95—chrome ) 
0 $6.95 for conversion kit (full-flow, $13.95) 
C2 $2.00 deposit; send C.O.D. 








Name. 
Address. 
City State 








Zone. 





This Gadget is Worth 
$ 320,000,000 


-»-and I Discovered it by Accident! 











for millions of miles, proving the porous bronze filter. 
1. Never needs replacing. 2. Saves the quart of oil throw 
away with ordinary filter packs. 3. Increases engine life 

Trouble was, almost the entire production was bein 
absorbed by military and industrial] users. 

That day I went to work on the biggest job of my life; 
setting up production of the Lifetime porous bronz# 
permanent filters for cars and trucks (an estimate: 
$320,000,000 replacement industry ). 


HOW TO GET A LIFETIME FILTER 
FOR YOUR CAR 


Try the Lifetime filter on your car 
for 2 weeks: if it isn’t all I say, 
you get your money back; if you 
keep it, you’re through buying fil- 
ter packs—the Lifetime filter is 
guaranteed for 10 years, actually 
will last many times that long. 

For complete unit, including 
case (install on any car in 10 min- 
utes), send make, year and model 
of your car and $12.95 (we pay 
shipping). 

For conversion kit, which re- 
places your present filter pack 
with Lifetime bronze, send make 
and number of filter and $6.95 
(we pay shipping). NOTE: a few 
cars have full flow systems; con- 
versions kits for these are $13.95. 

Or send $2 deposit, pay C.O.D. 
charges on arrival. But do it to- 
day—don’'t waste another cent on 
filter pack replacements! 








Complete Lifetime 
Filter; fits any car. 
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© 1954 
Lifetime Conversion 
Kit; replaces ordinary 
packs with perma- 
nent bronze element. 





OPPORTUNITY FOR DEALERS AND DISTRIBUTORS 


A dealer and distributor network is now being formed 
to handle demand generated by advertising and editor- 
ial features in national magazines. If you can qualify, 
you can be first with the most exciting automotive prod- 
uct of this decade, to win new customers and build a 
substantial business These valued franchises are not 
being sold; they are awarded on the basis of ability to 
grow with us. For complete details, write or wire 

Continental Manufacturing Corporation, Dept. FM-9, 
Washington Blvd. & Motor Avenue, Culver City, Calif. 
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You don’t have to “just look” at this 
dream car...YOU CAN OWN IT NOW! 
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ner It’s in volume production and on its way to Chevrolet dealers all over the country! The 
dashing Corvette stands only 33 inches at door top—has an overall length of 167 inches on 

eee “ 
a 102-inch wheelbase. It has outrigger type rear springs and a wide 57-inch front wheel tread 
for true sports car roadability. A special 150-horsepower ‘“‘Blue-Flame’’ high-compression 

od ; , 

x engine with three carburetors gives you thrilling performance. Service and parts are always 

y, as close as your nearest Chevrolet dealer. Drop in soon and let him put you behind the wheel 

1 y P Py 

a of America’s number one fun car!... Chevrolet Division of General Motors, Detroit 2, Michigan. 
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> First of the dream cars to come true 
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wad September 1954 3 




















TODAY’S BEST BUYS 


in Qualit y 
po Seo 


8175/TF T.F. Luggage Rack..............._.... $45.00 
8018/TF Aluminum Valve Cover............ 17.95 
8044/TF Arnolt Heater... 34.95 
8044/TD Arnolt Heater... 29.95 


8190 Corprene Valve Cover Gaskets 1.45 
ICI Original Finish Paints: 
Qt. $5.00. Pt. $2.75. ¥2 Pt. $1.50 
8024/TD Valve Cover... 14.95 
SOLEX CARBURETTORS 
MG-TD and TC Conversion Set 


(2-32 PBIC carburettors with accelerator 
pumps, as fitted to the Porsche America) com- 
plete with manifolds, throttle wane fuel 
lines and air cleaners................ Rtaimeinien $119.50 
22 mm IAC Carburettor (Renault, Simca) 21.30 
32 mm PBIC (Porsche, Simca, Renault, Citroen, 

Delahaye, Hotchkiss, Panhard, Peugeot, 

RSS Eee, 34.55 
30 mm FAI (Hillman, Singer).................... 28.50 
Shipped parcel post prepaid. Prices include 
Federal Excise tax. Write for details on these 


and other Arnolt Autocessories and the name 
of your nearest dealer! 


Autocessories, Ltd. 
WARSAW, INDIANA 


wei DIVISION OF 
7 mporte rs 


of Ka Fine Cars 
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and other famous makes 


S. H. ARNOLT, INC., Distributor 


415 E. Erie Street 153 E. Ohio Street 
(Offices & Service) (Show Room) 
CHICAGO 11, ILLINOIS 
Telephone: Michigan 2-5436 


@ROLLS-ROYCE © BENTLEY 
@ ASTON MARTIN @ NARDI 
@HILLMAN @ HUMBER © ROVER 
@ SUNBEAM (ALPINE and TALBOT) 
@The ARNOLT Family-Sports Car and the 
ARNOLT-BRISTOL Sports Car 
are sold and serviced by 


S. H. ARNOLT, INC., CHICAGO 
4 
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KAISER MANHATTAN...............-...------o Pete Molson 20 
i ESE Ree NS Jim ledge 22 
UU i ona ssc nsaceccnepemennscecntanscce 26 

CHEVROLET “210” HANDYMAN........................--..---...-.------ 28 

FORD SIX MAINLINE RANCH WAGON.......................-....---- 28 

NASH RAMBLER CROSS-COUNTRY....................--..--...---.-.--- 30 

PLYMOUTH BELVEDERE SUBURBAN...........................--....--- 30 

STUDEBAKER COMMANDER CONESTOGA.......................... 32 

WRLYS FOUR-WHEEL DRIVE. .......................2....ccc00..2000<-s-ccccee 32 
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MAYHEM IN STALL 51...........0022..220000002022 ene James Joseph 18 
ee ee Roger Huntington 24 
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VAUXHALL—1926 Model 30-98....2...000022022 ccc eee 42 
RELA eT a Robert J. Gottlieh 43 
DRIVING AROUND WITH WALT WORON.........0 50 
MT PREVIEWS: ALFA GIULIETTA........................... Gordon Wilkins 52 
MULTI-GRADE MOTOR OILS...................-200222.02220020222. Jim Lodge 56 
DO IT YOURSELF—INSTALLING SEAT COVERS......tes Nehamkin 70 
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III <3. n0.0<c<eccseenseesssincsnons 5 TECHNICAL SERVICE .............. 49 
gh cla Reece ae 8 MOTOR MELANGE............... 58 
SPOTLIGHT ON DETROIT........ 16 SL W SWAP....................... 64 
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THIS MONTH’S COVER photo of a colorful, vacation-bound Ranch Wagon, 
taken by Bob MacKenzie of the Ford Motor Co., hints at the versatility of the 
wagons tested in MT’s three-day-long Station Wagon Trek. The six-car, eight- 
page MT Research road test report starts on page 26. 
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EDITORIAL 


...And Still Growing 


OW TIME FLIES! Here we've just 
completed our fifth year of publica- 
tion with MOTOR TREND, starting on our 
sixth year—and to use an old cliché, it 
seems like only yesterday. Actually, in 
terms of automotive development and as 
magazines go, it is “only yesterday.” 
Cars have been around a long time now 





—some 60 years—and some pretty won- | 


drous things have happened to them 
since Duryea’s first horseless carriage went 
chugging and puffing down an old dirt 
back road. There’s hardly any old back 
toad now where you won't find some kind 
of modern-day miracle whizzing along. 

And yet, in all the time since before 
the turn of the century, there have been 
only a handful of automotive consumer 
publications. Many of those that were 
originally meant for car owners eventually 
evolved into magazines published for the 
trade alone—manufacturers, salesmen, 
parts suppliers, etc. 

MOTOR TREND is now the oldest gen- 
eral-interest automotive magazine in pub- 
lication. We're proud of this fact, and 
humble because of it, too. A growth in 
circulation from 40,000 to over 460,000 
loyal readers is the reason for our feelings. 

During this five years of publication, 
there have been many moments of dis- 


couragement, countless times of anxiety, | 


innumerable periods of elation. With it all 
comes a mighty fine feeling of accom- 
plishment—knowing that people are inter- 
ested in cars and want to know more 
about them: what to look for when buying 
them, how the new ones perform, how to 
maintain the old ones, why the classics 
were such great cars, what new automo- 
tive developments are being created 
throughout the world, how to change the 
appearance of cars by customizing, how 
the sports cars differ from our stock ma- 
chines, what’s new in products. 

This is far from being a complete list 
of what makes up MOTOR TREND, but 


it gives you an inkling of what we cover | 


in each issue. And therein lies the reason 
for the discouragement (angry letters 
from those who disagree with our ap- 
praisals), anxiety (will the majority of 
our readers like this new feature? ), ela- 
tion (bouquets from readers commending 
us when we've done a particularly out- 
standing thing). It all helps, for without 
some form of expression (bitter or sweet ) 
we can’t know if what we're doing is right 
—we can only hope so. 

And by being a part of the auto indus- 
try, by reporting about it, by interpreting 
new developments within it, we feel that 
we're progressing with it, at the same time 
being of service to you. 

We like it . . . what’s more we'll be 
here five years from today to observe our 
Ten-Year Anniversary with you! 

—Wealt Woron 


September 1954 











An Elephant Goes to School ! 





r TAKES years to educate an elephant — but it never forgets. It is this inborn 
quality that makes it unbeatable for heavy work in the jungle. 

And it is the inborn qualities in Macmillan Oil, further improved by an exclusive 
refining process, that make it unbeatable for top performance in your car. 


It’s the Nature of the Beast... It’s the Nature of the Oil! 


Got a Ping Problem? 


Hydraulic Valve Lifters Sticking in Your Car? 


Macmillan RING-FREE Xtra Heavy Duty 
Oil not only reduces wear, but cuts engine 
ping to a minimum and prevents sticking 
of valves and hydraulic lifters. 


This remarkable oil really whips the 
problems of today’s higher compression 
engines—yet you still pay only 45¢ a quart. 


These are the facts— backed by Mac- 
millan with a money-back guarantee. 


How can Macmillan make such an un- 
conditional guarantee? Here’s the reason: 
Macmillan crude oil is selected from only 
one special area, where the crude has these 
three great inborn qualities: 


1. Greater Natural Detergency 
2. Higher Film Strength 
3. Less Carbon Formation 


All modern oils contain additives; and 
the Macmillan RING-FREE Xtra Heavy 
Duty Oil you buy already has special addi- 


Why Pay a Premium? LOOK FOR THE BIG, RED “M” 
...and pay only 45¢ per quart 


MACMILLAN RING-FREE / 


XTRA HEAVY DUTY MOTOR OIL 


tives in just the right proportion to suit the 
qualities of the oil. 

Remember, the significant fact about 
Macmillan is that it does not rely on 
additives alone, as their effectiveness de- 
creases with use. But with the great inborn 
qualities of Macmillan you get better lubri- 
cation than with other oils throughout the 


drain period. 
* . - 


Drain and refill with Macmillan RING-FREE 
Xtra Heavy Duty. If it doesn’t put a stop to 
sticking valves and excessive engine ping, 
your dealer will gladly refund your money 
in full. Macmillan Petroleum Corporation, 
530 West Sixth Street, Los Angeles 14, 
California. 















Since the start of World Championship racing, LODGE has 
been the overwhelming choice of International Grand Prix 
-_ winners...the only spark plug ever to win the World Road 


= ow . == Racing Championship four years in a row. 
<P ZA 


Neat Why? Because the LODGE plug fires a faster, hotter spark over a wider range than 
» IS y in Pag any other spark plug made. Unlike oval track racing, where a spark plug is required 
to perform only within narrow high speed heat range limits, road racing calls for 
plug which will not foul in tight 20-mile-per-hour corners, or burn out under the hany € 
blistering engine heat of 170-mile-per-hour straightaways. 
You need the same kind of spark plug stamina when you accelerate from 10 mph 


@ Piero Taruffi winning the 1954 Targa Florio with his 7 . 4 
3.3 liter supercharged Lancia setting a new record. One important to you; they are the proving grounds for the one plug that will meet the iving 
of the world’s toughest races, the Targa takes 6'/; hours, demands of your high compression engine in today’s driving conditions. That’s why 
eons fm cee fevel to dizzy meunigin heights. the —after pacing the world for 50 years in road racing plug design—we are proud to 
Lancia team always relies on LODGE plugs. ‘ ~ é 

make Lodge plugs available in the United States. We guarantee they will perform 


better and last longer than any other spark plug in the world. 


ANNUAL LIST Lodge Racing Successes 
Brazil Grand Prix Sao Paulo England B.M.C.R.C. Races 
Brazil Grand Prix Rio de Janeiro England A.C.U. Road Races........... 1s 
Europe Monte Carlo Rally Germany German Grand Prix 
Argentine Grand Prix Buenos Aires Holland Dutch Tourist Trophy Races...1 
Uruguay Uruguay Int'l Races.. Ireland Ulster Grand Prix st 
England Int’l Trophy Race fee Italy Grand Prix of Nations 
England i Spain Spanish Grand Prix 
Luxembourg Grand Prix Luxembourg Switzerland Swiss Grand Prix 
Germany Eifel Course Races Belgium Circuit de Mettet 
Isle of Man British Empire Trophy Race....1st Ireland a. MCE ete 
Belgium Grand Prix Des Frontieres Ireland North-West “200” 
@ Froilan Gonzales and the fabulous 16 cylinder, France Grand Prix Albi........... ie 
Gevble supercharged 8.R.M. The B.8.M. develops moxi- Jersey Jersey Road Race U.S.A. 21 Int'l and American National 
mutt hereepower at on emazing 14,000 rpm. Because of Isle of Man Tourist Trophy Races..... Airey Speed Records by Lt. Col. 


this very high speed and the high supercharge pressure, ; ; , aa hers 
LODGE is the only plug which will function in this engine. Belgium Belgian Grand Prix Goldie” Gardner 





@ The Swiss, Baron de Graffenreid recently won two @ World Champion J. M. Fangio with the Type 159 Alfa @ Lodge holds more World Speed Records 


more Grand Prix in South America, driving his Maserati. Romeo, one of the most successful driver and car combi- other spark plug. In a recent series of runs 
The Baron is always a strong contender, has campaigned nations of all time. Winner of seven International Grand Bonneville Salt Flats, this streamlined MG ¢ 


Maserati cars successfully all over the world. Like the Prix races in a single season. Fangio uses LODGE plugs. Col. ‘‘Goldie’’ Gardner, set 21 new American a 
other foremost road racing experts, de Groffenreid al- national Speed Records. This MG has achiev 
up to 207 M.P.H.— always uses LODGE 


ways runs on LODGE plugs. 
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SNTERNATIONAL RACE EVENTS 




















Answer to the Riddle of 
High Compression! 


compression ratios have been raised to get higher horsepower 
n all post-war cars, the heat inside the cylinders has increased, 

. These higher temperatures are hot enough to melt the points 
f ordinary spark plugs. That’s why plugs may now burn out four 

five times as fast as they did in pre-war models. That’s why 
nany engines are being ruined by the effects of pre-ignition and 
etonation. 


PLATINUM PLUGS HAVE DOUBLE THE NORMAL HEAT RANGE 
odge Plugs, Ltd. of Rugby, England, has finally solved the prob- 
with the LODGE Platinum Pointed Plug, specially developed 
pb stand the heat in high-compression engines. 
Lodge’s solid platinum points will stand nearly 600° higher 


perature than regular nickel points, and Lodge’s exclusive 


-48latented Sintox insulator passes this heat off 20 times as fast as 


hey throw a faster, more intense spark, which gives easier start- 
hg, smoother cruising, and better gas mileage. 
Best of all, Lodge Platinum Plugs last up to 50,000 miles—five 
ten times as long as any other spark plug. Get a set for your 
ar today. 
LODGE GOLDEN ANNIVERSARY PLUG 
e famous Lodge Golden Anniversary plug is also available for 
ll cars. These are not platinum pointed, but they include the 
tox insulator, and are made to such high quality standards, 
hat they've been chosen as original equipment on Rolls-Royce 
d Daimler, the world’s finest cars, for over 25 years. 
Until your dealer has Lodge plugs in stock, we'll be glad to 





























Regular “hot” plug (Left) Long nose of insulator (shaded area) neces- 
sary to hold heat which keeps carbon deposits burned off. As engine 
speed goes up, heat traveling long path, shown by arrows, cannot pass 
to cylinder head quickly enough and points melt away. 


Regular “cold” plug (Center) Shorter arrows show how heat dissipates 
to cylinder head quickly for sustained fast running. Shorter insulator nose 
holds little heat though — allows carbon to form quickly at reduced speeds, 
causing plug to foul and short out. 





LODGE Platinum Pointed Plug (Right) Long insulator nose holds 
enough heat to keep carbon and lead burned off; eliminates fouling. 
Platinum points (A) withstand nearly 600° higher temperature without 

Iting. Combination of big copper core (B), and patented Sintox insu- 


lator (C) still allows rapid transfer of heat -to cylinder head as speeds go 
up. Platinum Plug has double the heat range of either ordinary plug. 





Comparison of the heat range 
of Lodge Platinum Pointed 
Plugs with the three other 
major brands on the American 
market. Note that a single 
plug type in the Lodge line 
does the work of four sepa- 
rate heat range types of Plug 
A, two types of Plug B, and 
two types of Plug C. Lodge 
Platinum Pointed Plugs will 
not foul with long periods of 
low speed operation—will not 
burn points or cause pre- 
ignition at sustained high 
speeds. 





LODGE 
TYPE NO. 








C-AN14P 




















IMPORTANT INFORMATION FOR LODGE SPARK PLUG CO. 
DEALERS AND JOBBERS! Dept. MT-9 1320 Venice Blvd., Los Angeles 6, California 


Be first in your area to profit from Cl 
the Lodge exlusive distribution 
plan. Help us meet the tremen- pe 
dous demand for this world fa- Ship | 
mous spark plug line. Write us on fosipald 
your letterhead today. By return Cc] 
rere we will _ you compete rod Name 
ormation on how you can ‘ Sis 
come one of the 10,000 author- Pucloved rae 
ized Lodge Jobbers and Dealers _— City 
who will be appointed this year. My Dealer is 


hip them to you direct by mail. Just send in sasumume 


he order form below enclosing $3.75 each 
Lodge Platinum Plugs, or $1.25 each for 
odge Golden Anniversary Plugs; we'll pay 
bostage. If more convenient, just send a de- 
bosit, pay balance, plus charges, C.O.D. 


Carp Plugs, Rugby, England 
American Office: 
LODGE SPARK PLUG CO. Dept. MT-9 
1320 Venice Blvd., Los Angeles 6, California 


GENTLEMEN: Please Ship : 
Lodge Golden Anniversary Plugs @ 1.25 
Lodge Platinum Electrode Plugs @ 3.75 
Make 


Cash 


My car is a__._.____ Year, 


Model, No. Cyl. 











Zone State 








Charges 

















“HOW | MADE 
MY HOBBY 
PAY OFF! 


I’ve always been interested in 
cars, then one day | met Joe...” 




















NATIONAL SCHOOLS has a brand-new Shop-Me thod 
Training course — you learn at home, in your spare 


time. Every repair step fully explained and illustrated 
.. Diesel too! Many students work on neighborhood 
ears — start part-time carnings after first few weeks! 





| / NOT WHEN NATIONAL. 
| scvooLs PuTS THE 
| FACTS /N YOUR HEAD, 





ANDO THE SKILL 
IN YOUR HANDS ! } 








55 MILLION VEHICLES NOW OPERATING-—traincd men | 
urgently needed in high-paying Automotive-Diesel 

and Allied Mechanics industries. ““Shop-Tested” les- | 
sons cover latest equipment. DRAFT AGE? Our train- | 
ing helps you get higher ratings, better pay! 














MECHANICS 


AS PART OF MY NATIONAL 
COURSE 


SCHOOLS 7RAINING. 


Fn = eee 
WE GIVE YOU THE TOOLS OF YOUR TRADE. Yours to 
keep during your lifetime future in garage and fleet 
work, your own business, customizing, and other im- 
portant branches. Coupon below brings you famous 
illustrated Free Book and Free Lesson—no obligation! 
APPROVED FOR G. |. TRAINING 


GET VALUABLE FREE BOOK 
AND FREE LESSON TODAY! 


Job Pl tA e, too! | 


NATIONAL SCHOOLS 


Technical Trade Training Since 1905 

LOS ANGELES 37, CALIFORNIA 
in Canada: 811 West Hasti: Street, V: , B.C. 
BOTH RESIDENT AND HOME - STUDY COURSES OFFERED 


MAIL NOW TO OFFICE NEAREST YOU! 














(mail in envelope or paste on postal card) 


4 NATIONAL SCHOOLS, Dept. DR-94 I 
| _ 4000 5. FIGUEROA ST. on 323 W.POLK ST. | 
\ LOS ANGELES 37, CALIF. CHICAGO 7, ILL. | 
i Please rush FREE AUTO-MECHANICS BOOK & FREE 
LESSON. No obligation, no salesman will call. I 
t NAME__ BIRTHDAY ___ . : 
| ADpREss___ ——_—__—_—_—_—__— ] 
ee ae. _____ZONE___STATE | 








| C0 Check if interested ONLY i in Resident Training at Los Angeles. § 
VETERANS: Give date of discharg 
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WHO IS AHEAD? 


Dear Sir: 

In recent months I have seen Ford adver- 
tising as leader in car sales for 1954. Chev- 
rolet is also advertising they are leading. 
Will you please tell me who is the current 
leader in automobile sales? 

Jerry Brocato 

Pensacola, Fla. 
According to the July 19th issue of Auto- 
motive News, here is the current new-car 
registration for five months (Ford was first 
until an early June issue): 


545,824 Chevrolet 
537,807 Ford 
206,836 Buick 
173,652 Plymouth 
150,891 Oldsmobile 
147,505 Pontiac 
124,484 Mercury 
64,266 Dodge 
46,765 Chrysler 
10. 42,077 Cadillac 
11. 39.798 Studebaker 
12. 34,937 Nash 
13. 33,937 DeSoto 
14. 19,572 Packard 
FS. 15,993 Lincoln 
16. 13,373 Hudson 
‘7. 7786 Willys 
18. 3903 Kaiser 
19. 624 Henry J 
10,051 Misc. 
2,220,081 Total All Makes 
WANTED: STATION WAGON 
TESTS 
Gentlemen: 


I was glad to see on page 36 of the July 
issue a statement that the station wagon is 


the coming family car. My last two cars 
have been station wagons—the current one 
is a 50 Ford with Belond headers and Mal- 
lory ignition. I hope you will eventually in- 
clude station wagons in your road tests— 
aside from a FWD (four-wheel-drive) Wil- 
lys I cannot remember any. I would be in- 
terested in a short, biased, opinionated article 
On station wagons. 

Harold Wooster 

Allison Park, Pa. 


Dear Sir: 
I am presently stationed in Japan and am 
due to return to the States in September. | 
am positive in my intention to buy a sta 
tion wagon but, having been away for three 
years, I am completely out of touch with 
recent developments. Will you please furnish 
me with general information on the best 
buy in the station wagon field? 
John F. Saefke 
APO, San Francisco 
Readers Wooster and Saefke are two of bun- 
dreds of our readers who would like to know 
more about station wagons. We're sorry, but 
we try to make our articles as unbiased and 
as un-opinionated as possible. Objectivity in 
our reports is a must for us. Our informa 
tive “Station Wagon Trek” report appears on 
pages 26-34 of this issue. We hope you enjoy 
it as much as our MT Research staff enjoved 
going on the three-day test, even to the toads 
in our sleeping bags.—Editor 


RACE FOLLOW-UP 


Dear Sir: 
I want to thank you very much for the 
recent clarification of the MacDill and Lock- 
bourne races in your July issue. In spite of 
the many words to the contrary we have 
received no official cancellation of any race 
for '54. The July 4th run at Offutt went 
off on schedule and we are going ahead with 
our plans for the August 8th race at Lock- 
bourne. 
Once again, let me express my sincere 
thanks for your follow-up in the July issue. 
David Allen 
Director, Public Relations 
Sports Car Club of America 
Gentlemen: 

I have just finished reading an article in 
the July MT about the SCCA Races here 
at MacDill AFB. I wish to inform you 
that in the 1953 races the airmen did have 
$10 deducted from their pay, and in this 
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year’s race men were given the choice of 
selling tickets or being put on extra detail. 

A large majority of us are car fans and 
love a good race, but we don’t like it when 
the races are held here because it means 
extra detail for us, and we don’t get to see 
the race even if we buy tickets. Another rea- 
son is that we get to eat all the hot dogs 
that were not sold at the concessions. We 
have nothing but hot dogs for weeks. An- 
other thing: where are all the benefits we 
afe supposed to receive? 

I wish you people would understand what 
the lower ranking men have to go through 
whenever an event like the races is held 
here. f 

Name withheld 
MacDill AFB, Fla. 


COOL FRANKLIN FANS 


Gentlemen: 

May I congratulate your staff and Don 
MacDonald on his excellent article, “The 
Cool Franklin,” which appeared in the July 
’54 issue. I think it was wise to restrict the 
story to one phase of Franklin’s history 
(i.e., the association with Carl Doman). 

As an avid Franklin fan I enjoyed the 
article immensely and as one who prided 
himself on having assembled a good bit of 
Franklin data, I was impressed with the ac- 
curacy of the story (no errors worth men- 
tioning—one minor point: Series 12 was ’28 
not ’27), and even more impressed with 
certain data and sidelights of which I had 
not been aware. 

Your article will be circulated widely in 
Syracuse come September 2, 3, and 4, when 
Franklins of the H. H. Franklin Club con- 
verge on Syracuse for a meet. I am sure that 
Mr. MacDonald would be most welcome. 

George Boyer, M.D. 
Cleveland, Ohio 


Dear Sirs: : 

Here is a picture of my 1930 Franklin 
Pirate, body No. 84. It has a tonneau wind- 
shieid with wing glasses that open with the 
rear doors, and swing out of the way when 
not in use. The running boards are con- 
cealed under the doors. Mr. Gottlieb, I hope, 





will now admit that Franklin did make a 
few classic cars. I do not have to defend the 


Franklin; it has defended itself with its 
performance down through the years. Sure, 
some of them were ugly. So were some 
Packards, but they were good cars. I have 
had, and driven, both for many years. 

My wife and I did most of the work on 
the car, and I mean work, as you probably 
know, but it was worth’ it. 

Harry Moore 
Turtle Creek, Pa. 
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six big issues of 


special introductory 
offer to new readers of 
Motor Trend 


magazine... 


Reserve your grandstand seat 
now for the exciting news of 
the automotive world, past, 
present and future, and what 
it means to you. 


Mofor Trend for one dollar! 


Your monthly copies of Motor 
Trend will bring you up to 

date on new developments, car 
production facts, new products, 
road test analysis, written 

by the experts. 


Get the full color, excitement 
and drama of the motoring world 
and what’s most important, the 
knowledge that will make the 

owning of a car more enjoyable. 














Sp e - ET meaner eye! De Gro 7 ¢ By Don MacDonald 





The End of the Hayburner 


F YOU SHOULD be driving by the 

Army’s Aberdeen Proving Gound in 
Maryland and see a soldier (with a steer- 
ing wheel in his hand) trotting along be- 
hind what looks like a four-wheeled front 
porch, you have encountered Uncle’s re- 
placement for the mule. 

Made by the Willys Jeep people, this 
“vehicle” has a few lessons- for those who 


stick to the V8 carriage trade. First of 
all, a gal who has occasion to walk home 
can do so without completely abandoning 
or losing control of her over-amorous 
transport. 

Like all mules, this Toledo mechanized 
version can cafry more than its own 
weight. It can also chug along as happily 
as its four-legged forebear at one mph. 


Cornering is abetted by four-wheel steer- 
ing, which allows it to change its mind 
and direction in a hurry and head for the 
barn in an 18-foot circle. 

Most interesting of all, this sexless hot 
rod can be serviced by simply turning it 
over on its side or back. Special baffles 
keep crankcase oil and gas in place while 
it is wheels-up. 





Modern 
Classic 


ILLIAM CLAY FORD'S Special 
Products division is not yet tooled up 

for anything but the production ‘of ru- 
mors, though we must admit that these 
have all been good. Lately, however, there 
are concrete signs pointing to a Conti- 
nental in your future by the end of 1955. 
First, we hear that an advertising agen- 
cy (Young & Rubicam) has been picked 


10 


for the enviable job of telling the public 
about the first a//-ouwt luxury-fun car to be 
produced in America since the fall of the 
Duesenberg. Next, we get in the mail an 
architect’s drawing of the plant where it 
will be built and what is more concrete 
than that? 

We understand that the new car will 
fall into the same price bracket as two 
Cadillacs which would make it seem as 
though Bill Ford is out to compete with 
your smiling Rolls-Royce dealer. Instead, 
he plans to capitalize on a post-war phe- 
nomenon which is best illustrated by cit- 


ing the fact that Cadillac Eldorados outsell 
standard Caddy convertibles by a wide 
margin, despite a four-figure price differ- 
ential. 

One of the hardest things to get used to 
is that this new car is not a Lincoln; it is 
a Continental and you'll have to register 
it as such. The Lincoln engine will un- 
doubtedly be used, but it will be a more 
powerful (probably supercharged ) version. 
Stylewise, it will keep the theme set by 
the earlier Lincoln Continentals, but un- 
like the earlier versions, you won't pay a 
penalty in performance and _ roadability. 
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Electrifying Test 


Non-Acid Sonotone Battery 


HOSE of you who read about the 

new Sonotone battery in “Motoring 
Trends” last month and wondered 
whether the high price (neighborhood of 
$100) was justifiable might be interested 
in the preliminary results of an independ- 
ent test now underway at Detroit's re- 
spected X-Ray Incorporated. 

A well-known brand of acid storage bat- 
tery with a 75-amp rating and the little 
non-acid Sonotone (“rated” at 30 amps) 
were each hooked up to two identical 
Chrysler engines and allowed to cold soak 
overnight at 18° F. Both crankcases con- 
tained SAE 30 oil. 

Testers pressed the starter buttons on 


the two stiff engines simultaneously. The 
acid battery was completely discharged 
after four minutes, seven seconds of this. 
The Sonotone churned away for 11 min- 
utes. The two batteries were left in their 
discharged state in the cold room for an- 
other 12 hours. The acid battery showed 
very little self-recuperation, only being 
able to crank its engine for 45 seconds 
when the testers returned. The Sonotone 
lasted four minutes, 50 seconds this time. 

The two batteries were then taken to 
the quickest “quick charger” on the mar- 
ket today. It took 33 minutes to recharge 
the acid type; the Sonotone was fully 
charged (in eftect) in only 14 minutes. 


Next came what turned out to: be a 
test to destruction for the conventional 
battery. Each one was short-circuited to 


full discharge and then recharged 17 times. 


The plates in the acid battery warped to 


the point of uselessness. The Sonotone re- 


mained completely unaffected. Oh, yes, 


the acid battery cost only $23. 

One thing that bothered the testers is 
that there is no way of measuring the 
charge in a rickel-cadmium plate battery 
like the Sonotone. Specific gravity does you 
no good because there is no correlation 
between the condition of the electrolyte 
(normally 30 per cent potassium hydrox- 
ide in distilled water) and measuring the 
degree of charge capacity. Voltmeters are 
only approximations at best as any battery 
will maintain the bulk of its voltage in a 
state of half charge. Sonotone is working 
on this problem, but not too actively be- 
cause their battery hardly requires check- 
ing in normal usage. 








Trends to Tubeless 


ACKARD has chalked up a first-rate 

first for themselves by announcing 

that tubeless tires are now standard equip- 

ment. You can still get the old kind at no 

additional cost, but it has to be specified 
in your order. 

U. S. Royal, who supply tires for half 
of Packard production, are pretty proud 
of their new shoe. Called the “8,” it has 
been subjected to literally millions of test 
miles on the tire company’s proving 


ground in hot and dusty Lancaster, Calif. 


Judging by the photograph, they stick 
to stock rims under the severest of cor- 
nering, and, while not puncture-proof, have 
a gummed rubber sealing strip 0.075-inch 
thick inside which makes a leak slow 
enough to be safe. 

Tubeless tires will be a big feature on 
55 cars. Besides U. S., both Goodrich and 
Firestone are proponents of burying the 
inner tube for good. In fact, Goodrich’s 
tire dates back to 1948, but it has been 
and still is a premium product. They have 
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Tires 


the patents in this field, and those who 
want to jump on the bandwagon (or 
already have) can expect a lawsuit. 

The big difference between the premi- 
um versus the standard tubeless tire is the 
degree of puncture-proofing. The Royal (a 
standard) doesn’t claim to be leak-free. 
You can hammer spikes into the Goodrich 
tire all day long without loss of air, but 
the semi-liquid sealant sometimes creates 
a chronic balance problem. Firestone tube- 
less premiums, on the other hand, have 
both the sealant and a diaphragm which 
in reality is a built-in inner tube. 


New 
Accessories 


ERFORMANCE is sure to benefit by 
Mercury's new dealer-installed dual 
exhaust system. While this does not in- 
clude headers in the true sense, at least 
the crossover is eliminated and each pipe 
serves a separate bank of cylinders. Duals 
for Mercs have been advertised on the 
pages of MT for years, but it is news 
when the factory officially gets into the 
act. Price is $49.50, installation extra. 
Comfort is guaranteed by the small, 
cool Rambler. Air conditioning for these 
can now be factory-installed in any model 
except the convertible at the amazingly 
low price of $345 and this includes a heat- 
er. Incidentally, station wagon fans (see 
page 26) can refrigerate themselves for 
the first time, too. 
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modernize 
your V-8 
powered 
automobile 




















Today, no V8-powered car 
can be considered to be de- 
livering its full potential 
performance unless 
equipped with a quality 
dual exhaust system. 


The horsepower is there .. . all of it 
simply doesn’t get to the reor wheels, 
with a cramped, single muffler, cast 
iron manifold system. 


Remember one important fact—today’s 
modern high compression deep breath- 
ing V-8 engines require the very best 
in efficient exhaust system design. 





THE ORIGINAL 


qpolene * 





EQUA-FLOUW* 
SUTIN MAL 





The original Belond EQUA-FLOW* Ex- 
haust System is designed for the single 
purpose of providing extra road-horse- 
power at lower operating cost through 
reduction of exhaust system back-pres- 
sure. 


Your Belond Dealer has a super-effi- 
cient Dual Belond EQUA-FLOW* Ex- 
haust System tailor-made for your V-8 
powered automobile and can offer you 
a choice of exhaust system tones from 
“silent” to “mellow.” See him soon for 
the most modern of exhaust system 
products. 





Available at Automotive Parts Stores, Car 
Dealers, Service Stations, Muffler Shops and 
Speed Shops throughout the nation. 








*Trade marks registered, U.S. Pat. Off. 





CULVER CITY 2, CALIFORNIA 
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SPOTLIGHT ON DETROIT continued 





Sam Hanks checks injector-equipped Kurtis-Kraft used to beat two-week-old record 


Closed Track Record Falls Again 


E SUSPICIONED in MT last month 

(see Meyer-Drake Sweepstakes ) 
that a souped-up stock engine in an In- 
dianapolis racing chassis would make a 
fast combination, but we didn’t realize 
just how fast until a few days ago. 

Once again, the scene was the high- 
speed oval at Chrysler’s proving ground. 
It is a good thing that fallen records 
haven’t any substance, because this brand- 
new track is already cluttered with them. 

The car involved was one readily rec- 
ognizable to Indianapolis fans; namely, 
the Chrysler-powered Kurtis-Kraft used 
by Firestone Racing Division for tire test- 
ing. In the hands of Sam Hanks (1953 
AAA champ), this equipage was good for 
182.554 miles per hour, beating Jack Mc- 
Grath’s old (two weeks) Meyer-Drake 
record by slightly over three mph. 

Contrary to widespread rumor, Hanks 
kept the 447-horsepower Chrysler wide 


open throughout the run. Unofficial clocks 
on the straight showed his top speed to 
be 184 mph which proves that there was 
no backing off in the turns. As McGrath 
never flexed his foot either, the two runs 
are directly comparable. 

The factory’s (and more particularly 
engineer Wally Zierer’s) recipe for hemi- 
spherical soup is a 331-cubic-inch block 
equipped with domed pistons that raise 
the compression ratio to 13 to 1, ideal for 
injection-fed methanol. The usual hydrau- 
lic lifters were replaced with roller tappets 
and, of course, ignition is by magneto. 
The torque peak is 480 foot-pounds at 
4400 rpm (standard is 330 at 2600) and 
the 447 horses are all out at 5600 rpm. 

Chrysler’s point in sponsoring the run 
was to spotlight the untapped power res- 
ervoir in their engine. Our point in telling 
about it is to spotlight the basis for a 
formula change at Indianapolis. 
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HERE’S A NEW KIND of glamour girl 

on the Hollywood scene. She’s a2 home- 
town, homespun professional girl from De- 
troit who virtually overnight has become a 
nationally known personality, all because of 
the TV screen. But Lucille Pieti, simply pretty, 
27-year-old blonde, has another distinction 
besides, one she’s basically a little more proud 
of than her airborne fame. Lucille, a 1950 
grad of Wayne University, Detroit, is one of 
few lady automotive engineers in the country. 
Her employers, the Chrysler Corp., figure 
that Mrs. America has as much to say as any- 
one about buying the new family car. Hence, 
Lucille Pieti, B.S.M.E., gives out with the 
qualified Woman's viewpoint on the product. 
Her function is to explain in simple terms, 
from a woman's standpoint, the attributes of 
her employer's automobiles, and not alone 
from the style, comfort, and ease-of-driving 
angles either. Lucille delivers the goods on 





special gear ratios, torque systems that abet 


acceleration, and engine and transmission 
performance, and she does it all understand- 
ably and expertly. 


A REPORT from Walter J. Mordaunt of 
I.N.S. at Bolton Landing, N.Y., where the 
Governors’ Conference was recently held on 
highway developments, indicates that a move 
toward nationwide establishment of ton-mile 
taxes on trucks to support highway construc- 
tion and maintenance is in the offing. Of more 
than a dozen heads of states who spoke on 
highway problems and motor vehicle taxes, 
the majority seemed agreed that ton-mile 
taxes levied against truckers would raise 
revenue for roads on an equitable basis if 
problems of reciprocal treatment between 
states can be solved. 

Other comments: President Eisenhower, 
through VP Nixon, asked for the start of a 
$50 billion road construction program spread 
over 10 years; Governor Goodwin J. Knight 
decried toll roads in principle and said, “We 
in California have decided against them. We 
will never build one.” 


EVERYBODY has got the merger bug. Awto- 
motive News (July 12, 54) reports that a 
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merger of Ford of France with Simca Auto- 
mobile Works is now taking place. Under the 
agreement, Simca will acquire the assets and 
liabilities of the French Ford firm, and stock 
will be converted at the rate of one Simca 
share for 23 Ford shares. 


FOLLOWING UP our recent editorial on 
safety improvements (see “It’s Your Con- 
cern,’ July MT), Chrysler engineers have 
come up with a list of commonplace items 
that are designed for your car's safe operation. 

For instance, have you ever considered the 
ashtray as a safety device? It’s a feature which 
permits the driver to devote full attention to 
actual control of the car, and it also serves as 
a fire prevention device of particular value in 


the dry seasons when forests and fields can be 
endangered by carelessly discarded cigarettes. 

Other items providing safety are: safety 
rim wheels, which hold tires to the wheel 
in the event of a blowout, permitting a safe, 
straightline controlled stop; se/f-tightening 
wheel bolts, in which the direction of bolt 
threads causes wheel rotation to tighten bolts 
in place; brake fluid that has a high boiling 
point and low freezing point, assuring effec- 
tive braking action. 

There are many other safety devices on 
your car, indicating that automotive engineers 
are becoming more concerned with your safe 
arrival at Grandia’s for that weekend visit. 

—The Editors 










For ECONOMY 
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Wire Wheels 
Optional Extras 


$2499 


(plus tax & license 
any port of entry) 


You’ve heard of TRIUMPH’S amazing 100 MILE-PER-HOUR SPEED...and its JET-LIKE 
ACCELERATION... But did you know the TRIUMPH TR-2 can deliver UP TO 45 MILES- 
PER-GALLON?? Recent factory Economy Tests show that a stock TRIUMPH TR-2 aver- 
aged 45 mpg at a constant speed of 40 mph. 

%& ACTUAL TEST FIGURES 


43.5 mpg at 30 mph. 
45 mpg at 40 mph. 


41.5 mpg at 50 mph. 
36.5 mpg at 60 mph. 





TR-2 TAKES Ist IN ITS CLASS AT TORREY PINES SPORTS CAR RACES! 
A TR-2 was Ist in its class in Races #3 and 14........ placed 3rd overall 
in Race #14 for stock and modified cars over 1500 cc. 


Write or Phone for the name and address of Authorized Triumph-Doretti Dealer nearest you. 


CAL SALES INC. excise ween tne 


1957 WEST 144th STREET, GARDENA, CALIFORNIA.,Phone MEnlo 4-0360 
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An optional, easy-to-handle, glass-fiber hardtop can 
be locked into place—to give you winter-long comfort. 










What will the horsepower be? How fast 


will it accelerate? What are the 





cornering and ride characteristics? 


When will it be on display? 





A fabric top whisks into place in seconds—to protect you from 
sudden rainstorms. It’s completely out of sight when not in use. 
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e can’t answer all of your questions 
about the Thunderbird, yet. But we 
an give you some of the facts. 


The power plant is a special edition 
bf Ford’s famous short-stroke, over- 
head-valve Y-block V-8. It will have 
an 8.1 to 1 compression ratio . . . 292 

bic-inch displacement and 3.75 in. 
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The sleek, long, low lines of the Thunderbird... the sweep- 
ing, contoured windshield say distinction in every detail. 





bore by 3.30 in. stroke. There will be a 
4-barrel carburetor, dual exhausts and 
a special pressure-type cooling system. 


The Thunderbird will also have 
Ford’s Ball-Joint Front Suspension for 
the smoothest, most road-suiting ride 
you’ve ever experienced in a sports car. 
This feature and the Thunderbird’s low 





center of gravity (it’s just over a yard 
high from head to tread) make it hold 
the corners like a coat of paint. 


It has many other features, some of 
which are usually associated with sports 
cars—others that are not. The Astra- 
Dial Control Panel includes a tachom- 
eter, signal lights for oil and gener- 
ator, a clock with a sweep second hand, 
plus the standard instruments and con- 
trols. The steering wheel telescopes in 
or out a full three inches. Windows roll 
up. Luggage space is ample. The extra- 
wide, one-piece seat is foam rubber 
cushioned. And the body is all-steel. In 
addition, you can have all of Ford’s 
optional power assists: power steering, 
brakes, windows and a 4-way power 
seat ... Overdrive or Fordomatic. 


Keep in touch with your Ford Deailer—“T’’ Day’s coming soon! 
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Don’t write off the 
“conventional” engine just yet. 
Here’s one of the accessories 
that could give it a 
new lease on life. Join us 


in an argument about it. 


By Roger Huntington 


AT THE EDITORIAL OFFICES OF MOTOR TREND we 
receive many manuscripts, a good number of them devoted to 
technical subjects. Even though we may enthusiastically support 
the views of the author we still turn over the article to techsical 
consultants professionally associated with the subject(s) dis- 
cussed in the article for their comments. Here is such an article. 

Roger Huntington has taken an optimistic stand on fuel in- 
jection for passenger cars in the not-too-distant future. This 
article does not purport to discuss the entire subject of fuel 
injection; it is concerned only with intermittent-type fuel in- 
jectors for passenger cars. It should therefore not be taken as 
an argument one way or another for fuel injection on sports 
and/or competition cars. 

As with all new engineering developments there are many 
pros and cons, with engineers taking very definite stands on 
these. Author Huntington is well qualified to state his view- 
points. The comments on his article are made by engineers who 
are equally well qualified to state their viewpoints. Some mat- 
ters of disagreement are bound to occur—just as they do in 
people’s preference for colors, clothes, and, yes, even cars. 


—The Editors 


HE LAST WORD for feeding gasoline into your 1954 
family chariot is a big, juicy, $65 four-barrel carburetor. 
It cost the industry a lot of time and money to evolve this 
fabulous gadget—and a current model is certainly one of the 
most functionally efficient components on your car. The two 
front barrels assure good throttle response and gas mileage 
for cruising, while all four barrels give the punch of a hot rod 
when you need that extra push. A very neat package! 
So the next big engine development out of the Motor City 
may be to throw this beautiful gimmick right out the window! 


V An automotive engineer: | have heard of no company 
in Detroit that is seriously considering the installation of a 
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fuel injector on passenger car engines. Of course, there is 
always the chance that security has been unusually good. 
Engineers have known.for 40 years that even the best car- 
buretor was a poor technical compromise. When you mix the 
gasoline and air together away from the cylinders and then feed 
the mixture to them through manifold tubes, you leave yourself 
wide open to a hundred headaches. 


V A fuel and lubricants specialist: Actually the modern 

carburetor is a rather good technical compromise between 

engines, fuel characteristics, and driver habits. When you 

try to mix the fuel with the air directly in the cylinder 

you simply develop a different brand of headaches. 

For one thing, you can’t get the liquid gasoline to vaporize 
and mix completely with the air. Part of it will collect in pools 
on the floor of the manifold. 


V Fuel and lubricants specialist: In injection engines 

part of it will also wash down the walls of the cylinder. 

Pressure waves in the air flow will pull and haul on the 
suspended liquid droplets, feeding cylinders unevenly. 


V Automotive engineer: More important than the pres- 
sure waves are the unequal passage lengths in the manifold 
and also the sudden reversal in the direction (due to the 
sharp corners in the manifold) which throws the gasoline 
out of the air by centrifugal force. 

Even the best modern V8 manifold designs are far from per- 
fect along this line. So you jet your carburetor rich enough so} 
the leanest cylinder will develop nearly maximum power and 
hope for the best. That’s no way to save gas. 


V Chemical engineer: Full-throttle mixtures are worked 
out on production engines to provide maximum bhp on the 
dynamometer. Power falls off rapidly as the mixture is 
leaned from its best power setting, but it doesn’t drop ap- 
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preciably on the rich side. It is therefore true that the leanest 
cylinder must receive close to maximum power mixture and 
the others will be over-rich. In some cases, overly rich mix- 
tures are used to overcome knocking tendency. Under full- 
throttle—maximum-power operating conditions, fuel econ- 
omy becomes secondary. While it is true that leaner mix- 
tures elevate exhaust valve temperatures, I don’t believe that 
this is a controlling factor in passenger car engines. 


V Fuel and lubricants specialist: If distribution is as bad 
as Mr. Huntington says, why don’t we see fantastically better 
mileage and higher output from dry gas rigs (propane and 
butane carburetors, for instance?) The record shows price 
economies and certain other advantages, but doesn’t confirm 
his suspicion on the droplets. 

To get anywhere near decent mixture distribution for ac- 
ceptable warm-up, you have to put heat on the manifold to 
help vaporize the gas and use relatively small carb and manifold 
throats to keep the air velocity high, so the liquid fuel will 
“atomize” more finely. Helps . . . but both these tricks can be 
improved upon. And that’s where fuel injection comes in. . . 

We can wipe out all these disadvantages of the carburetor 
with one swoop by merely squirting our gasoline directly into 
the cylinder or valve port. 


V Fuel and lubricants specialist: Fi. does not wipe out 
these problems. It eliminates some and introduces others. 


V Chemical engineer: At this time, there is no assurance 
that fuel injection will meet all the requirements of passen- 
ger car engines much better than current carburetors. Met- 
ering of tiny amounts of fuel for good idling has been a 
distinct limitation. With automatic transmissions and no 
clutch pedals, good, slow idling is more important than 
ever. Granted that much is to be gained in improvement of 
distribution under conditions of low-speed—open-throttle 
operation, particularly with a cold engine, there will be little 
or no improvement at cruising, high vacuum conditions. 
Torque converters eliminate low speed, wide-open lugging 
where distribution was the worst. 
Each cylinder will get a measured amount of fuel on each 
intake stroke, and the fuel-air mixture ratio in all will be equal. 


V Fuel and lubricants specialist: F.i. proponents overlook 
the fact that uniform fuel-air ratio requires equal distribu- 
tion of fuel and air. Very often the air distribution from a 
manifold is just as bad as the fuel distribution. Troubles in 
the plumbing of injection systems and other hydraulic prob- 
lems have also plagued injection engines, resulting in poor 
distribution. 

There are no “strong” cylinders and weak ones. And, of 
course, your overall mixture ratio doesn’t have to be over-rich 
just to keep one lonely cylinder from missing or burning valves. 
That’s worth three miles per gallon right there! Furthermore, if 
we can eliminate the terrific air flow restriction of manifold 
hot spots and cauburetor venturis and nozzles, we can corral 
more horses than we could with four big four-barrels. That’s a 
fact. The average power and torque increase with fuel injection 
is 10 to 15 per cent without any other changes. 


V Fuel and lubricants specialist: If power and torque are 
increased without an increase in thermal or mechanical effi- 
ciency, but simply by eliminating throttling, all you have 
done is to burn more gas. 

And there are some other more obscure—but very important 
—benefits available. Combustion control, for instance. A lean 
cylinder will knock and pre-ignite pretty easily near full throt- 
tle. If you could somehow get equal mixture ratios to every cyl- 
inder of most modern ohv V8s, they could carry at least 9 to 1 
compression ratio on current premium gas (around 92-octane 
Research) without trouble, even with a substantial carbon load. 


V Chemical engineer: Mixture ratio for maximum 
knock coincides pretty closely with that for maximum 
power. Over-rich mixtures are effective in reducing knock- 
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ing tendency. Distributing correct maximum power mix- 
tures uniformly to all cylinders by fuel injection could not 
be expected to permit a 9 to 1 compression ratio on cur- 
rent 92-octane fuel. 


V Fuel and lubricants specialist: No small task is in- 
volved in getting an ignition system for today’s and to- 
morrow’s engines which delivers the same timing to each 
cylinder each time. There are and have been engines with 
more octane-number difference between spark timing at each 
cylinder than there is difference between fuel octane num- 
ber and quantity arriving at each cylinder. Cramming eight 
cam lobes into a one-inch-diameter circle or smaller, and 
production-machining the lobes and engineering the point 
system so that each cylinder is within a degree or so of the 
same timing looms even bigger than fuel distribution. Spark 
timing is octane number too! 

And if you went ahead and redesigned the combustion cham- 
ber to take full advantage of f.i., even more impressive gains 
would be possible. Remember the “Texaco Combustion Process” 
experiments of 1950? They gave the incoming air a swirling 
motion through a shrouded valve and injected the fuel near the 
spark plug just before it fired . . . the deal would burn kerosene 
at 12 to 1 compression without a whisper of knock! Direct fuel 
injection is the only way such things are possible. 


V Fuel and lubricants specialist: Diesels don’t detonate 
in the ordinary sense either at far higher compression ratios. 
A look at the indicator card of the diesel cycle shows why. 
The same look will reveal serious compromises in combus- 
tion performance which accompany this cycle. 


V Chemical engineer: Despite the tremendous intensive 
research that went into the Texaco Combustion Process, in- 
cluding the most complete study of fuel injection ever 
made, efforts to come out with a successful multi-cylinder 
version have failed (to date) and they have never been able 
to idle properly. Simple redesign of combustion chambers 
along with fuel injection probably won't accomplish what 
the Texaco Combustion Process was after. 

Another benefit of f.i. is quicker throttle response. With a 
carburetor, the heavier gasoline can’t keep up with the air flow 
when you suddenly open the throttle, and you have literally to 
flood the manifold with raw gas at this time to get decent re- 
sponse. This is why you have an accelerating pump on your car- 
buretor—and she costs you plenty of gas. With fuel injection, 
throttle response is instant and positive, at no extra fuel cost. 

I don’t think anyone will deny that fuel injection of one form 
or another is the ideal way to feed an internal-combustion engine. 


V Fuel and lubricants specialist: It’s difficult keeping the 
injector system running properly on even a single-cylinder 
CFR test engine. In addition, I'd like to have a dime for 
every time a large airliner has arrived at the terminal with 
several plugged or dead injectors on one or more of its 
engines. These systems are expensive, highly developed 
injectors too. 

So, why not? Engineers are well aware of the advantages of 
f.i., many successful spark-ignition setups have been developed 
in the past, and there are several commercial engines on the 
market today that feature it as a standard or optional equip- 
ment. Why do we have to get along with “old-fashioned” car- 
buretors on our Buicks and Mercurys? 

The big headache is—and always has been—how to manu- 
facture an injection pump in mass quantities at a reasonable cost. 


V Automotive engineer: Nozzles are an equally big head- 

ache. Tolerances are extremely fine here also. 

If we could use Stuart Hilborn’s famous “fuel injection” lay- 
out, such as used on some of the fastest competition cars in the 
world, there’d be no problem here. With this deal you merely 
spray fuel into each intake port in a constant stream. 


V John Christy, Editor of Car Craft Magazine: Air flow 
through a given (Continued on page 48) 
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James Joseph 


If you pamper your car—wash and polish it and cringe at every 
scratch—better not read this. It'll send your blood pressure up! 


OU’RE WATCHING with me from 

the ninth floor of an office building 
in downtown Amarillo. But it could just 
as easily be Akron or Washington or Los 
Angeles. Below us spreads a parking lot, 
jammed to capacity, car crowding car. 

Toy-sized cars—yours and mine—are 
being jockeyed into stalls, squeezed 
through clogged aisles, drag-raced to a 
start. It’s a sight familiar all over America. 
But from up here you get a new perspec- 
tive. Yet you hear the same old sounds. 
They come reeling up from that automo- 
tive bedlam, amplified by surrounding 
buildings. You shudder at what you hear: 
the high-pitched torment of mistreated 
engines, revved to the piston-popping 
point; the off-key orchestration of 
jammed-in, kicked-out, manhandled gears; 
the screams of tires braked too hard; 
the metallic “clack . . . clack” of doors 
scraping adjacent doors. 

You're looking down upon big business. 
But from up here you can’t help but feel 
that it’s also rough business. Rough on 
your car. Rough on America’s 52 million 
automobiles. Rough on the insurance com- 
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pany’s pocketbook (and yours). Ironical- 
ly, you're paying handsomely for this 
mayhemic treatment. Last year we 
chucked $200 million into the tills of 
commercial and municipal parking lots; 
we jammed another $100 million into 
parking meters. By the end of 1952, some 
10,000 individual lot operators and 251 
municipalities from Maine to Oregon found 
themselves with a $3 million investment. 
From all this you should expect lot at- 
tendants to know their jobs. Yet on some 
lots—far too many of them—the guy who 
handles your car couldn’t qualify to drive 
in the Soap Box Derby. 

Now, suddenly, from that ninth floor 
vantage point, your gaze gravitates to 
stall No. 50. It’s one of those 90-degree 
layouts commonly used on attendant lots. 
Parking employees are supposed to be ex- 
pert, squeezing into right-angle stalls 
where a park-it-yourself customer might 
have difficulty. The “expert” below us, 
however, isn’t doing so well. But he’s 
making up for his incompetence by doing 
it fast. He careens a car backwards, snak- 
ing, twisting, aiming for stall No. 50. 


Even from nine stories high you hear 

the grind of metal against metal. Then 
you see the head-sized dent in No. 51’s 
right front fender. But the attendant isn’t 
perturbed; he doesn’t even bother to climb 
out for a look. Instead, he jams into first, 
nudges forward, and tries again. This time 
he’s on the beam. He yanks the door 
open (giving poor No. 50 a solid, paint- 
chipping wallop) and goes nonchalantly 
about his destruction. For a moment you 
thought you were looking down upon 
some dump-side wrecking yard. 
- Twenty minutes pass. Thirty. The at- 
tendant moves toward stall No. 51, 
squeezes behind the wheel and delivers 
the car to its owner. It’s a woman loaded 
down with parcels. She pays her check 
and without another look exits the lot. 
That night hubby explodes. He damns 
women drivers and double-damns parking 
lots. Maybe he even phones the lot’s oper- 
ator (if his wife can remember where 
she parked, which is doubtful). But it'll 
do him no good. What proof has he that 
it was the lot’s fault? “And you know 
women drivers,” soothes the operator. 
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Few insurance companies will hazard 
a guess as to how many millions of dol- 
"lars we motorists spend righting the lot 
man’s errors. But it’s a hefty figure. Sta- 
tistics are scarce because most people car- 
ry $25, $50, or $100 deductible. And man- 
gled bumpers and gouged fenders can 
usually be straightened for less than these 
amounts. Thus, relatively few claims cross 
adjusters’ desks. 

But mangled metal is but one chapter 
of the sordid story. Equally insidious, but 
less obvious, is engine and transmission 
damage. Some five million cars park on 
lots each business day. Perhaps a quarter 
of these pay 10 to 25 cents an hour for at- 
tendant parking. Yet on some lots it’s 
like handing the fatted calf over to the 
butcher, for rough handling, gear grinding, 
sudden stops, rocket starts, and frequent 
jolts can shorten your car’s life. 

How many times have you winced as a 
lot man revved up another guy’s engine 
and zoomed into a stall? “Glad that’s not 
my car,” you thought. But an hour ago it 
was your Car. 

Who are these maniacs who drain the 
youthful vitality from so many automo- 
biles? Are they really competent? Are 
they really expert? “Yes,” says an oper- 
| ator of a big Midwestern parking corpora- 
tion, “our men are expert.” In the next 
breath he admits that employees “are 
trained right on our lots!” In other words, 
new attendants are broken to the feel of 
foam-rubber saddles using your car and 
mine as broncos. 






















The same executive continues, “And if 
they don’t work out in a week or so, we 
fire them.” That's commendable. Mean- 
time, how many fenders have they crum- 
pled? How many doors scratched? I asked 
another lot owner about job qualifications. 
“Don’t have any,” he said. “Just ability to 
drive.” That includes nearly every Ameri- 
ear can of legal driving age. 
en As I dug deeper I discovered that many 
1’s small lots don’t carry insurance—not dam- 
n't age coverage, anyway. Most have per- 
nb sonal liability, to save themselves if a 
“st, customer is run down. But if your grille 
ne is smashed, you'll have to sue. Even when 
Or lots are covered for damage, it’s usually 
nt- a $50-deductible policy. So most repair 
tly costs come from the lot's till, or out of 
ou attendants’ paychecks. Lot men, being 
on adaptable, have become “quick cure” spe- 

cialists: a little polish over a new-made 
at- scratch; a sprinkling of dust to camou- 
a flage a dent; a dab of lacquer here and 
a) there. All are calculated to conceal the 
ed damage until you're off the lot—and out 
ck of luck. 
ot. Admittedly a few big operators occa- 
ns sionally make good their debts, providing 
1g the damage is obvious and you yell loud 
f- enough. But there’s a gimmick. Attendants 
re are almost always held accountable for 
‘ll their automotive errors. Fixing your 
at bashed-in fender takes food off their ta- 
yw bles. And a man fighting for food becomes 

a tricky, conniving customer. 
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One large Los Angeles operator told of 
an employee who ran up a $150 bill in 
a single month. Commented the vice-pres- 
ident of this firm, “That’s one sure way 
to guarantee decent treatment for the cus- 
tomer’s car.” I disagree. Sure, accidents 
are bound to happen on the best-manned 
lots, but if my pay were involved—the 
security of my family and home jeopar- 
dized—lI'd conceal every dent and scratch. 

Recognizing the fact that high stand- 
ards do exist in some cases, let’s give 
credit to the thousands of A-1 parking at- 
tendants. Their skill is uncanny. And their 
job is tough, tiring, and unrewarding. 
They’re badgered by the public. They’re 
cursed for being slow. And physically, at 
day’s end, they’re exhausted. Ever try 
climbing in and out of a car—high ones, 
low ones—500 times a day? Little wonder 
that after an eight-hour marathon, the 
parking attendant loses his “feel”—and 
you lose a fender. 

Nor do lot owners have an easy time 
of it. While a few get rich, many go 
broke. On the average, a good lot sells 
the same stall-space to four cars a day. 
Suppose it’s a 50-car lot. At maximum 
that’s 200-250 paying customers. And since 
checks average 50 cents, his total take 
runs only $125. That’s $3750 a month. 
Out of this comes $500-$750 for attendant 
salaries (wages: $1 to $1.75 an hour); 
rent, $2400 a month; then add the cost 
of insurance, uniforms, lighting, striping, 
and black-topping. If he nets $400-$500 
a month he’s lucky. 

Many customers blame lots for every 
bump and scratch. Sometimes their com- 
plaints are legitimate. Often they’re not. 
One Eastern operator, with 60 lots and 
320 employees, reports a “hundred or 
more damage claims every week.” So 
add lawyers’ fees to that growing cost of 
doing business as a parking lot. 

Did you know that every time you 
drive into a lot you become part to a 
legal contract? Startled? You shouldn't 
be. Not if you’ve ever read the fine print 
on the stub the attendant hands you; not 
if you’ve ever noticed the signs he posts 
disclaiming responsibility for fire, theft, 
or damage. Now take another look at that 
stub. Probably it reads, “Not responsible 
for cars after 6:00 P.M. As part of this 
contract, the bailor (that’s you, Mr. Mo- 
torist) waives all value of car exceeding 
$250. We assume no liability for theft, 
collision, fire, or damage in any case. 
Damage must be reported to us before car 
is taken from lot. We are not responsible 
for articles left in cars. The above is a 
full contract of bailment, and may not 
be altered or increased by the attendant.” 

Such disclaimers have convinced many 
customers with legitimate beefs that they 
have no recourse to law. But don’t be 
fooled. That legal double-talk isn’t worth 
the paper it’s printed on. Even though the 
parking lot operator denies responsibility, 
under many conditions he’s still liable. 
He’s liable for your car, its tools, and ac- 











cessories, and for most articles you leave 
in it. Who says so? The courts—right up 
to the highest court in the land. But at 
the same time, judges have limited that 
liability in special cases. As a parking 
customer, you've a right to know where 
you stand: More important, unwittingly 
you're party to a legal contract. 

Specifically, you enter into a “bailment” 
when you leave your car with the lot man. 
Bailment is from the French “bailler,” and 
it means “to deliver.” Its definition (and 
this applies to parking lots) was defined 
in a famous Kentucky case, Common- 
wealth vs. Polk. The courts ruled -that 
bailment implies delivery of personal prop- 
erty (your car) to another (the lot) for 
safekeeping. Also implied: that you'll get 
your car back “in like condition.” This 
doesn’t mean dented fenders, cracked 
headlights, stripped gears, or mangled 
bumpers. 

There’s nothing new about bailment. 
It goes back to livery stable days—and 
before. More recently, in 1937, the courts 
ruled that no parking lot can limit its li- 
ability for negligence simply by disclaim- 
ing responsibility on its parking stub. 
That’s as if you ran a notice in the news- 
paper saying you weren't responsible for 
your wife’s death, then went home and 
shot her. But there’s one catch: it rests 
with you and your attorney to prove negli- 
gence on the part of the parking lot. 

Let’s scan some typical ruling cases. A 
tourist from Rhode Island left his car in 
a Philadelphia lot and received a stub 
reading, “Not responsible for fire or theft. 
All valuables must be checked.” 

Toward evening the motorist returned, 
only to be informed that someone had 
stolen his car. Police found the car aban- 
doned next day, but missing was a large 
suitcase which had been clearly visible to 
the attendant. Despite the lot’s smug dis- 
claimer, the motorist sued for the value 
of the suitcase and its contents, charging 
negligence. The court awarded $175 dam- 
ages, basing its verdict on the fact that 
the baggage was plainly visible to the at- 
tendant. Furthermore, said the judge, it 
wasn’t necessary that the tourist inform 
the lot man about his suitcase. It was to 
be assumed that a traveler would be car- 
rying baggage. 

However, a 1942 case somewhat limited 
a parking lot’s responsibility. Seems that 
D. C. Barnette, a traveling salesman, 
parked on a Charleston, W. V. lot. The 
attendant demanded the keys. Barnette 
complied, handing over keys to the igni- 
tion, gas tank, and trunk. Someone 
snatched the car and when it was found, 
two suitcases in the trunk were missing. 
The salesman sued. But the courts held 
that the lot man had no way of knowing 
about the suitcases since they weren’t in 
plain sight. However, had they been 
brought to the attendant’s attention, then 
he’d have been responsible. 

Here’s a rule-of-thumb: out-of-sight, out- 
of-mind. Parking (continued on page 60) 
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This year’s car boasts a supercharger 
along with added styling distinction 


By Pete 
AN MT RESEARCH 


OME CARS are an old story to us 
before we drive them. They feel the 
way we expect them to, we can predict 
their acceleration figures to within a sec- 
ond or so, and we must admit they oc- 
casionally make us wish that we could go 
to sleep for 10 years and resume our road 
testing with the 64 models. 

But ever since the day when Henry 
J. Kaiser jumped plumb into the auto- 
mobile business with both feet, his prod- 
ucts have been full of surprises. His 
merger with Willys slowed down both 
cars’ 54 model announcements, but lots 
of people knew that the new Kaiser Man- 
hattan, when it finally showed up, would 
have a supercharger—the first, incidental- 
ly, on a U.S. stock car since the Cord-like 


Molson 
ROAD TEST REPORT 


Graham departed this life back before 
World War II. 

So, a far more eager crew descended 
upon our test Kaiser than usually greets 
a routine road-test car. That crew re- 
turned from our 1000-mile impression 
trip, plus the usual testing sequence, 
arguing among themselves. So far as 
there was a consensus, here it is; and 
here, too, are the varied opinions in the 
situations where we didn’t agree. 

At the same time, Editor Walt Woron 
and Detroit Editor Don MacDonald were 
getting acquainted with another Manhat- 
tan in Toledo. The two cars made an 
interesting comparison, for they were 
equipped very differently. The California 
car had Hydra-Matic and power steering; 
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the Ohio car, overdrive, standard steering, 
and tubeless tires (scheduled as options 
on several °55 cars; see “Spotlight” ). 

Far and away the most interesting 
piece of equipment on both cars was the 
McCulloch supercharger (MT, Oct. ’53). 
It is attached to an engine which is a 
lot like those on MT’s 53 Kaiser Man- 
hattan and the °54 Kaiser Special. 
Changes include prudent beefing-up of 
the main bearings, larger valves with 
rotating tappets, a cleaned-up manifold, 
and a new dual-throat carburetor. 

The closest approach to a whine we 
could get from this compact booster was 
a soft hum when we floored the throttle 
at around 40 mph, and that quickly 
died away. This discreet auditory response 
is no indication whatsoever of what is 
going on inside. One hundred and forty 
horsepower may no longer be an elec- 
trifying figure, but it’s an impressive 
one from an engine that has less dis- 
placement than any other engine in its 
price class or in the one below it, and 
is even smaller than a Chevrolet or a 
Ford V8. 

What difference does the blower 
make to the guy behind the wheel? Much 
more at certain points than at others. 
From a standstill you can accelerate to 
a true 60 mph in 15.4 seconds with 
Hydra-Matic and 15.0 seconds with over- 
drive. (Speedshifts under full power were 
possible only a few times. The clutch 
is on the light side and doesn’t take to 
that kind of treatment.) At cruising 
speeds, the shift down to third gear in 
Hydra-Matic or overdrive, plus the 
stepped-up action of the blower, will 
take you safely out of harm’s way. Skip- 
ping from 50 to 80 in just 20 seconds, 
the new car will leave a °53 (34.1 
seconds) in the dust. That isn’t up there 
with Hamtramck hot rods like the Buick 
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First supercharged stock car engine since Cord-like Graham left scene, Kaiser’s 
McCulloch-equipped engine has small (226 cu. in.) displacement, puts out 140 bhp 


Century, but it’s not bad by any rating. 
Kaiser makes the point that a super- 
charger just loafs along when you don’t 
need it (a solenoid on the throttle down- 
shifts it, as it were, when you hit it 
hard). But even with the blower just 
along for the ride, as it was on our 
steady-speed fuel checks at 30, 45, and 
60 mph, the ’54 car didn’t begin to 
approach the startling miserliness of its 
53 counterpart. It registered anywhere 
from 2.2 to 6.7 mpg less, the larger 
difference being at the /ower speeds. 
The Kaiser flair for innovations stands 
out everywhere you look or sit in this 
car. If you’re tired of cars that all feel the 
same, go drive a new Kaiser, especially 
one with power steering. You'll sit low 
to the floor, almost as you would in a 
sports car. A small wheel, with a neatly 
recessed hub and no horn ring at all, 
hugs your belt buckle. You'll have more 
than enough room, whatever your size, 
and you can look right down the drop- 
off hood at the road. Controls are the 
evident result of considerable brainwork. 
Monroe’s linkage-type power booster, as 
used on the Kaiser, doesn’t make for 
completely effortless steering; vibration, 
vastly less annoying on the °53 Kaiser 
than on previous models, had disappeared 
completely from our ’54. The steering is 
set up for only three turns lock to lock, 
which is partly responsible for a sensi- 
tivity unmatched by other stock cars. 
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The result is that few of them can sur- 
pass a Kaiser when you're in a driving 
mood and want no hesitation between 
your brain and the response of your front 
wheels. On the other hand, a power- 
steered Kaiser is not a car from which to 
gaze off into the autumn fields. The 
next thing you know, that’s exactly where 
you and the car will be. 

Detracting considerably from the fun 
of maneuvering the power-steered Kaiser 
was an extreme tendency to wander. This 
was evident on all straight stretches, and 
the sensitivity made over-correction the 
usual thing whenever a new tester took 
the wheel. 

Handling of the non-power-steered 
Kaiser was the same in some ways, in 
others quite different. To begin with, 
the wheel was really hard to turn, a 
situation that changed for the better 
only when we blew the tubeless tires 
up to 40 psi. At high speed (around 70) 
this car showed a tendency to “walk’”— 
up and down movements, as well as side- 
ways motion, were not under the driver’s 
control. This occurred on both smooth 
stretches and choppy roads. It was so 
evident that it seemed that this one car 
may have had an error in steering geom- 
etry which caused up-and-down motion 
to affect the car’s direction. 

Softness, all MT Research staff mem- 
bers agreed, is a distinct feature of the 
Kaiser ride. They were not so united in 


























their reactions to the effect of this soft- 
ness on the car’s stability in turns. Some 
felt that it behaved fine in spite of it, 
others that it was too pillowy for safety 
on high-speed curves. It got us into no 
trouble, though no one would say that 
it sat on the road like a sports car. 
Sidesway and bottoming were both much 
in evidence above 60 mph. 

The Kaiser’s brakes put it near the 
top of last year’s cars in this respect, 
and they’ve been improved again this year, 
rating an unquestioned “Excellent.” 

Last year’s test car inspired us to re- 
mark that “everybody looks at a Kaiser,” 
and they'll go right on looking in ‘54. 
From the new Buick XP-500-like front 
end to a gaudy but handsome rear deck, 
the car looks fresh and fleet, with traces 
of near-genius. Nobody will mistake it 
for another make, inside or out. 

No article on the Kaiser is complete 
without some attention to its seemingly 
high price. Other cars in its field frankly 
have more (Continued on page 60) 


Photos by Bob D’Olivo 

























Although driver sees no glare on surface 
of dashboard, he’ll see reflections of the 
“crash-pad” covering in the windshield 






















Standout styling feature is the Kaiser’s 
tail light treatment. Fender-top strip 
glows at night, is seen from any angle 
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The Kaiser-Willys 
get-together has resulted 
in an engine power 
boost for the ... 










By Jim Lodge 


AN MT RESEARCH ROAD TEST REPORT 


‘S424 Willys Ace 


AYBE you didn’t recognize that 

Willys as a 54 model, for only 
a few minor alterations identify it as a 
new one. But if it took off from a traffic 
light as if a swift boot had been applied 
to its fendertip tail lights, that was a '54. 
And it was probably a '54 that seemed 
to leap around that slow-moving truck 
when some cars in the line-up found it 
hard to pick up speed in a hurry from 
40 to 50 mph. 

The “swift boot” given that new 
Willys at the light is a power boost from 
90 bhp to 115 horsepower—the result 
of a switch to a new (for Willys) L- 
head engine. This power increase is the 
biggest news from Toledo, and it’s the 
prime factor in this year’s Willys road 
test; but more important, it’s an early, 
and significant, outcome of the Kaiser- 
Willys get-together of April '53. 

During the 6000-mile road test of the 
*53 Willys (MT’s Editor gave it a cross- 
country shake-down run prior to the 
regular road test—thus the high mileage), 
the MT Research staff was concerned 
primarily with the car’s long-distance 
traveling ability (the New York-Los An- 
geles trip gave us a rare opportunity to 
“live” with a test car for many miles), 
its durability, and the things that made 
the “young” sedan different from its 
years-old contemporaries. Now that the 
car is a full three years in production, 
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we can treat it like an old-timer, dismiss- 
ing some of its unique characteristics for 
more down-to-earth facts and figures of 
interest to any new-car buyer. 

To the unconcerned onlooker, the 
Willys has changed little this year. But 
underneath, the car has been “beefed up” 
considerably, not only to support the 
added weight and output of the new 
engine, but to eliminate early-production 
mechanical shortcomings. Foremost among 
these changes are new shock absorbers, 
increased in diameter from % to one inch. 
(A talk with a Willys engineer disclosed 
that while no customer complaints war- 
ranted the change, Willys technical men 
found that the older-type shocks on their 
own field cars lost vitality after 12,000 
to 15,000 miles of rough going.) Heavier 
coil springs are included in the revamped 
front-end suspension, and heavier A- 
frame trunnions have eliminated some 
of the jolts and noises that plagued some 
of the earlier models. Again, according 
to our source, few complaints were heard, 
but Willys felt these suspension com- 
ponents were too light for the longevity 
they wanted built into their cars. 

Surprisingly enough, these structural 
changes left our test car’s handling and 
roadability qualities largely unchanged 
from last year’s findings. MT’s test 
drivers noted one thing, however: the 
54 car, 100 pounds heavier in the front- 


end than the °53, handled a little dif- 
ferently in high-speed cornering. The 
front-end had a tendency to “wash out” 
or becomie “mushy” before the rear wheels 
would drift or lose traction. Again, we 
should stress that this occurred only at 
high speeds, and was not noticeable under 
normal driving conditions. 

A brief flashback into the '53 Willys 
road test will acquaint new readers with 
the Willys’ action on the road, and keep 
our “regulars” up to date: On ride: . . 
“Normal highway dips and bumps can be 
taken with ease . . . you do not feel the 
oscillation . . . sidesway, pitch or roll are 
not noticed going over any dips . . . body 
vibration is apparent on washboard roads, 
smoothing out some as speed increases.” 
On comfort: “. . . Adding considerably 
to comfort is the absence of wind noise 

. road noise is adequately suppressed 
by a multitude of rubber cushions that 
insulate and absorb any vibration occur- 
ring in the engine, drive line and sus- 
pension system.” On driving ease: “. . . 
Driving the Willys is pleasurable. It’s 
unusually well adapted to modern city 
traffic conditions.” 

That’s what we said about the °53 
Willys, and the same applies to the ’54 
model. Modifying this somewhat, we'll 
add that steering wheel vibration is less- 
ened in the new model (the ’54 has a 
better-braced steering column assembly); 
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the rear wheels bounce just a little easier 
on washboard roads (due possibly to the 
heavier shocks and the normal weight 
transfer onto the heavier front-end ). 

Overall, the 54 Willys offers an en- 
tirely acceptable ride to the passengers 
nestled between its 108-inch wheelbase. 
If you’ve ridden in larger, more expensive 
cars (and some less-expensive cars), 
you'll notice slightly harder riding quali- 
ties in this car, and you'll be aware of the 
Willys’ “smallishness.” In addition, there’s 
nothing that denotes lush quality in the 
Willys interior. But to counter with the 
car’s compactness, its eagerness, and its 
agile handling qualities and good road- 
ability, we'd call it a good compromise 
in its class. 

Before discussing the Willys’ perform- 
ance, let’s attack other superficial factors 
that make this a °54 model. If you’re 
familiar with the 53 Willys, you'll find 
changes as soon as you slip behind the 
steering wheel. Aircraft-type controls 
(knobbed levers mounted in vertical slots 
on the face of the panel) replace last 
year’s conventional push-pull knobs. 
Lights, heater, ventilator, defroster, and 
blowers are controlled by these levers on 
each side of the shrouded speedometer 
housing. The speedometer, recessed under 
a generous hood, has large white figures 
on a dark background; legibility is gen- 
erally good, but there are no graduations 
between the numerals for accurate speed 
settings. Temperature and fuel gauges are 
mounted at the base of the speedometer. 
Point of order: The fuel gauge is read 
from left to right; that is, the “F” at the 
left, and the “E” at the right. Picture your 
own gauge operating in this manner, and 
you'll see how we nearly ran out of gas, 
thinking, strictly from force of habit, 
that we had a tankful of gas when the 
gauge actually registered “Empty.” 

Except for radio knobs in the center 
of the panel, the dashboard is compara- 
tively “clean”—safetywise. Then you pull 
out the right-hand air vent control. This 
knob pulls outward from the panel, di- 
rectly in front of the passenger—and it 
comes out to a hazardous distance. How- 
ever, taking the bad with the good, our 
thanks to Willys for shifting the key- 
turn starter from the extreme left side 
of the panel to a more convenient spot 
close to the driver at the right of the 
steering post. An added touch this year 
is the dome light mounted above the 
center of the windshield. It’s an excellent 
map-reading light, and it illuminates the 
interior to the farthest corner—but be- 
ware: Don’t use it while driving at night, 
for its brilliant glare will blind you mo- 
mentarily. Fortunately, this light can be 
controlled only by the driver—not the 
passengers—from a switch mounted under 
the left side of the dashboard; May MT’s 
blessing be bestowed on the party re- 
sponsible for this thoughtful placement! 

Now let’s get into some of the things 
that made this road test different from 


September 1954 


last year’s test. It’s what everyone ex- 
pected of the new Willys—improved 
performance. Strangely enough, MT 
couldn’t find fault with the ’53’s perform- 
ance; the 53 was an eager, peppy machine, 
far from sluggish, and able to keep up 
with the fastest-moving traffic. But look 
at the ’54 figures: 0-60, 17.2 seconds; 
standing-start %4-mile, 20.3 seconds, and 
average top speed, 89.4 mph. Last year’s 
test car showed 20.3 seconds, 21.1 sec- 
onds, and 82.6 mph for the same per- 
formance checks. (Keep in mind that 
both cars had 4.1 to 1 rear axle ratios, 
and both were equipped with overdrive. ) 
These figures state quite clearly that some 
changes have been made, and little more 
can be said for the improvement shown 
by the new model. Still, we can’t help 
but add one additional note of praise 
for this rebirth in performance: The ’54 
Willys’ all-important high-speed accelera- 
tion (from 50 to 80 mph) has been 
reduced by an amazing 14.3 seconds! 
(Sound familiar? This nearly duplicates 
the performance increase gained by the 
addition of a supercharger to the Willys’ 
kin, the 54 Kaiser (see page 20). 

Behind this performance is the effec- 
tive changeover from the 53 Willys F- 
head engine (90 bhp) to the 53 Kaiser 
“226” engine. This engine, rated at 115 
horsepower at 3650 rpm, puts out 190 
Ib.ft. torque at 1800 rpm. Its compression 
ratio is 7.3 to 1. A more exacting com- 
parison of the difference made by this 
226.2-inch engine (the 53 Willys F- 
head engine was 161 inches) is seen in 
MT’s chassis dynamometer results for the 
two cars. At 1200, 2000, and 2500 rpm, 
the ’53 test car showed 23, 38, and 46 
road horsepower. The ’54, at the same 
rpms, delivered 29, 50, and 59 horse- 
power, respectively, at the rear wheels. 
Maximum for the ’53 was 58; for the 
54, it was 65 horsepower. 

Economywise, the 54 Willys strikes a 
compromise between the °53’s conven- 
tional third gear mileage and overdrive 
mileage. For example, where the '53 
turned 26.7 mpg in conventional third 
and 33.9 in overdrive (at 30 mph), the 
’°54 averaged 28.8 mpg in overdrive at 
the same speed. Creditable mileage for a 
car that shows such improvement in all- 
around performance! 

Take a tip from MT’s road testers: 
Don’t follow too closely behind a new 
Willys! We rated the ’53 brakes as “aver- 
age,” and said they had a good, positive 
feel. The 54 has the same feel—plus a 
lot more stopping power. There was 
no brake fade at any time, and the Willys’ 
panic-stop pattern—straight-line stops 
at all speeds—proved to be the best of all 
the ’54 cars. All have had good brakes, 
some better than the Willys, but none 
stopped in a perfectly straight line every 
time the brakes were hit. 

That’s the performance story—the story 
that makes the 54 Willys a really new 
model. What are (Continued on page 62) 





Willys’ control layout is handy, function- 
al; aircraft-type levers replace conven- 
tional push-pull controls in °54 series 


TEST CAR AT A GLANCE. 
‘54 WILLYS ACE DELUXE 
With Overdrive 
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AMING the AUTO 


The early trends—1900 to 1920. First of a series 


HE AUTOMOBILE is the major force 

which has forged America into the 
greatest, most powerful nation on earth. 
Standard of living, natural and man-made 
resources, production potential—these are 
the factors that determine the true strength 
of a nation. And the automobile has had a 
vital influence on all these. Today, in fact, 
the road transport industry is responsible 
for one out of seven jobs in our entire 
national economy! 

How it all happened makes one of the 
most fascinating and significant engineer- 
ing stories of our time. Yes, this is an en- 
gineering story. Certainly, the men who 
dreamed the impossible dreams, risked the 
money, balanced the accounting books, and 
analyzed the market did their share in mak- 
ing the automobile what it is. But you can’t 
build an industry and transform an entire 
economy with a product you can’t sell in 
mass quantities—and you can’t sell unless 
you have a product that offers an ever- 
increasing functional efficiency. Down-to- 
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By Roger Huntington 


earth, bread-and-butter engineering has 
been the key here. 

This is not a story of Henry Ford’s 
dreams and financial killings; it’s a story 
of hypoid axles and down-draft carburetion 
—the story of the engineering develop- 
ments in the last 50 years that have made 
your Ford or Pontiac what it is today. 

Here’s how it happened. . . 


The Early Days 


At the turn of the century mass road 
transportation as we know it today was an 
impossible dream. The sciences of metal- 
lurgy and metal fabrication were in such 
an elementary state that we just couldn’t 
produce a half-way reliable machine—and, 
with the crude production techniques in 
vogue at the time, we couldn’t have built a 
car that John Q. could afford to buy any- 
way. The point is this: The first major en- 
gineering obstacle faced by mass automo- 
bile transportation in the early days was 
not so much design, but manufacturing 


problems. Few auto enthusiasts realize it, 
but many of the technical features we know 
in our modern automobiles—independent 
suspension, V8 engines, automatic trans- 
missions, overhead valves, automatic spark 
advance, etc—were known before 1910! 
Our engineers had plenty of ideas in those 
days; they were stumped when they tried 
to turn those ideas into practical, reliable, 
reasonably priced automobiles. Add to this 
the fact that they were starting virtually 
from scratch on the design of many in- 
dividual components, and it’s a wonder 
anybody had the courage to tackle the auto- 
mobile in the first place! 

Take engine design, for instance. The 
boys knew next to nothing about internal- 
combustion engines in those days, and lay- 
outs were unbelievably crude, even by 
standards of only 10 years later. Carbure- 
tion was by a simple “mixing valve,” 
whereby air flow through a venturi sucked 
gasoline directly from the tank line, with 
a hand-operated needle valve to control 
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Early cars were mad, exasperating contraptions that 
snapped, coughed, and broke down. Bringing them 
under control was the job of mass production. 


the mixture ratio; there was no automatic 
compensation for flow changes and your 
mixture kept getting richer as engine 
speed increased unless you adjusted the 
valve. Octanes were unknown, and they 
tated fuels by specific gravity; the lighter, 
more expensive fuels would evaporate 
better in crude, unheated manifolds, and 
would give more pep. For ignition, any- 
thing that would make the car run was 
good enough. Little was known about 
high-tension setups in those days, so the 
automobile started life with a simple low- 
tension “make-and-break” system, where 
you got your spark by breaking the. points 
right in the cylinder! 

“Lower ends” had about as much beef 
as Johnny Jones’ toy steam engine. Lubri- 
cation was by a simple drip feed; the oil 
was metered by gravity out of little trans- 
parent cups up on the dash. Crankshafts, 
built like matchsticks, would whip and 
bend with every torque impulse. Recipro- 
cating parts were heavy cast iron, counter- 
weighting was unknown, and vibration on 
the road was terrific. Bearings were thick 
cast babbitt or phosphor bronze that would 
crack like china if you put any real load on 
them. With the lubrication provided, it’s 
not hard to imagine how far you could 
push one of those old buckets. 

Valve systems were equally crude. The 
first inlet valves were opened automatical- 
ly by suction, and even if they had used a 
cam, car builders knew nothing about tim- 
ing valve periods for maximum perform- 
ance. The poor valve and ignition timing, 
coupled with the high friction of heavy, 
unbalanced parts, held the output of those 
1900 engines way down. A typical one- 
cylinder of, say, 80 cubic inches displace- 
ment and 3% to 1 compression ratio, might 
put out five or six horsepower at 800 rpm. 

The chassis was little better; the clutch, 
just usable. They had no good friction 
material available in those days that would 
take any amount of slipping (heat absorp- 
tion) without burning up. This resulted in 
the infamous leather-faced cone clutch: it 
worked O.K., but the violent action was 
rough on drive lines. Couple this with the 


“, ,. The moving assembly line .. . put America on wheels.” 
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lack of good heat-treating methods for 
highly stressed parts, and a stripped gear- 
box or broken axle was almost as common 
as a flat tire. We had a similar situation 
on the brakes. For want of any engineering 
knowledge of road vehicle braking—and 
for want of a decent friction material— 
they merely copied the principle then in 
use on railroads and horse carriages. The 
1900 auto brake was an external-contract- 
ing steel band on a steel drum, hand oper- 
ated, on the driveshaft or~back wheels. 
For speeds of 15 mph or so, and with cars 
as few and far between as smiles in Russia, 
the setup was fairly effective! And certainly 
one of the weakest points on those oldies 
was the tires. The first pneumatic tires had 
no adequate casing reinforcement and no 
inner tube; trouble-free mileage was al- 
most nil—and within 1000 miles or so, 
you'd invested as much time in patching as 
in driving. 

... And that’s how your car was born. 


The Thing Takes Shape 


By 1910 we had a little different situa- 
tion on our hands. Technical progress in 
the first decade of this century was swift 
and sure. The automobile was still far 
from being a household commodity, but 
its swelling popularity as a business tool 
and pleasure vehicle for the upper and 
middle classes pushed engineering develop- 
ment at a fantastic rate. Literally hundreds 
of innovations appeared in this decade. 
Here are some of the most vital: 

Engine Layout. The effect of multiple 
cylinders on smoothness and performance 
was quickly realized, and the typical en- 
gine soon had four. This raised engine 
speeds to 1500 rpm, where drip-feed lu- 
brication was useless. Pierce-Arrow first 
tried pressure lubrication (by plunger) 
and by 1910 most engines used a combi- 
nation of splash feed to the rods and a 
low-pressure feed to the mains and cam. 
Lower-end rigidity and bearing strength 
remained poor.. The futility of a suction- 
operated inlet valve was quickly apparent 
as engine speeds went up, and those early 
engines went to cam operation, but with 
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almost exclusive use of side valves (either 
L- or T-head). Development of a good 
copper-asbestos gasket in this decade made 
possible the more convenient detachable 
cylinder head. 
Carburetion and Ignition. The old mix- 
ing valve didn’t last long. The need 
for automatically compensating mixture 
strength to meet various operating con- 
ditions led to the suction-operated air- 
bleed valve in conjunction with a gravity- 
fed float bowl and main jet. It was noisy 
and erratic, but at least the driver no 
longer had to think about his fuel mixture 
along with everything else. High-tension 
coil ignition (with spark plugs) might 
have taken over sooner, but in those days 
the engineers didn’t understand the impor- 
tance of connecting a condenser across the 
points, and the high-tension coil ignitions 
wouldn’t stand up. This opened the door 
for Bosch’s efficient high-tension magneto, 
and by 1910 this was the style. Another 
vital ignition development during this 
decade was Packard’s automatic centrifugal 
spark advance, which advanced the spark 
as rpm increased. 
Tires. The first tires were impossible; you 
couldn’t get them to hold sufficient air 
pressure, and they punctured too easily. 
Early in the decade the tire companies 
brought out the composite tire, with an 
external casing to take the punishment and 
an inner tube-to hold the air. The casing 
was made up of two or three plies of 
square-woven cotton fabric, impregnated 
with rubber, with a tread vulcanized over. 
Recommended pressure was 60 to 70 
pounds per square inch, and you might 
get 3500 or 4000 miles out of a set. 
They were crude, but a great improve- 
ment over the early single-tube jobs. 
Some other important developments 
during the 1900-1910 period were: fric- 
tion shock absorbers to give some degree 
of ride control (Hartford); demountable 
rims for easier tire changing (Firestone); 
H-siot gearshift setup for sliding gears 
(Packard); an economical new foundry 
technique that permitted the entire cylin- 
der block and (Comtinued on page 54) 


Illustrated by Tom Medley 
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Take six popular wagons, 
heat them, beat them, 
baste with thunderstorms 
and mud. Here’s the 
proof of the pudding. 


By Walt Woron 


AN MT RESEARCH ROAD TEST REPORT 


OTWITHSTANDING THE FACT 

that it’s hard to prove seers and 
srophets wrong (by virtue of the fact that 
people in time tend to forget what was 
predicted), we'd like to go on record as 
saying that the station wagen is going to 
find a big niche in overall car production. 
We believe it will exceed the popularity 
of the “hardtop” coupes. And hardtops 


now outsell wagons almost three to one. 

Months before we began our station 
wagon trek, we analyzed this comparative- 
ly new market. “What,” we asked, “makes 
a person want a station wagon? Is it only 
for hunters, fishermen, pseudo-ranchers, 
and carpenters? Or is there a wider-spread 


At end of trek, drivers recount experiences. L to 
r., Bill Carroll, Roger Mahey (GP rep.) , Jim Potter, 
Pete Molson, John Christy, Jim Lodge, Walt Woron 
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reason for its existence?” We got the an- 
swers to these questions, and others, by 
many methods: looking at sales charts, 
talking to owners, driving the wagons. 

Let’s look at station wagon production 
(as published by Wards Reports) since 
1951. In that year—a banner year for 
production—there was a total of 193,415 
station wagons produced. The following 
year production was off a few thousand, 
but this was only a 2.4 per cent drop in 
wagons in comparison to an 18.7 per cent 
drop that the whole industry suffered. In 
53 there was a terrific jump—to 320,804 
units, or a 70 per cent increase over *52! 
What else can you surmise from this but 
that station wagon popularity is definitely 
in the ascension? 

Most of the popularity for station wag- 
ons appears to be in the lower-priced 
bracket, which is why we selected our six 
wagons from this group. These six makes 
(for Studebaker including the Champion, 
too) comprised 82 per cent of the station 
wagon market for 53. So far this year 
the percentage of station wagons (of the 
six MT tested) to total production within 
each make is running anywhere from five 
to 27 per cent (Willys—excluding mili- 
tary and civilian Jeeps and trucks). 

“All right,” you say, “so they’ve been 
selling. Maybe they've saturated the mar- 
ket. What makes you so sure that there 
are more people who want them?” 

We can’t be positive; even the profes- 
sional pollsters will admit that the pref- 
erence polls they take are not infallible. 
But it seems feasible to assume that with 
all the uses to which a station wagon can 
be put, the market for it should do noth- 
ing but expand. Here are the people who 
can benefit from a wagon (not necessari- 
ly in order of importance ): 

1. Hunters, fishermen, campers. Good 
for throwing lots of gear in, along with 
sleeping bags, and taking off for the back- 
woods. 

2. Ranchers, resort owners, small busi- 
ness houses. For carrying people to and 


from the train station, etc. 








3. Painters, carpenters, photographers, 
gardeners, salesmen, etc. For double duty 
instead of a truck and personal sedan. 

4. A large family. Loads of room for 
the children. 

5. A family with a large dog. Lots of 
roo1.i to roam around in without soiling 
the upholstery of a sedan. 

6. Travelers. Comfort of a sedan on 
long trips, with considerable room for 
luggage and sleeping accommodations if 
need be. 

At about the same time we came up 
with our classifications, we received in 
the mail a preprint of an article in the 
August issue of Ford Times. It couldn't 
have been more apropos, for it was an 
article by Bill Kennedy, Editor, about 
station wagons. In it he says that the 
Ford Consumer Research Department had 
invited 200 typical car owners to inspect 
a Ranch Wagon and answer several dozen 
questions about it. Then these same peo- 
ple test-drove the car and were again 
asked the same questions; the result was 
a big jump in the preference index (simi- 
lar to that of our own people at MT who 
had not driven a station wagon lately ). 

Kennedy went on to say that as a re- 
sult of various studies and surveys they 
now have a fairly clear picture of the 
make-up of the primary market for the 
station wagons. His listing was fairly close 
to that which we had arrived at; he also 
brought out that the wagon was good for 
two-car families—‘“Anybody able to af- 
ford two cars would certainly want some- 
thing as practical as this for one.” 

An interesting point that Kennedy 
made in his Ford Times article was that 
“For many years the station wagon was 
garaged, fender to fender with the chauf- 
feur-driven limousine of the first families, 
and now that the limousine has all but 
disappeared, it boasts the only true aristo- 
cratic lineage of any model. It alone is to 
the manor born, yet its essential prac- 
ticality saves it from any snob or social- 
climber stigma. It has always stood high 
among those who are so untroubled about 
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their social standing that they can afford 
to be practical.” 

Before we started on our three-day-long 
trek of 652 miles, we discussed those 
things which we felt you would be inter- 
ested in if you were considering buying a 
station wagon—or even if the thought had 
not yet been planted. We thought of many 
different ways of loading the wagons, how 
far to drive them over various road sur- 
faces, how fast to drive them, whether 
to sleep in them, etc. We finally arrived 
at a plan: 

All wagons were to be driven in cara- 
van, as close together as road conditions 
permitted. If one wagon stopped for any 
reason, a/l wagons would stop. Speeds 
would be judged by limits imposed by law 
and road conditions. There would be no 
attempt to drive the cars strictly for 
economy, despite the co-sponsorship of 
our trek by General Petroleum, sponsors 
of the Mobilgas Economy Run. The same 
gas—Mobilgas Special—would be used in 
all cars; all would refuel at the same sta- 
tions. All wagons would be driven over 
dirt roads, mountain roads, open high- 
way, and through traffic. We would switch 
wagons at those points that would permit 
each driver to drive each wagon over all 
types of roads. When we switched, the 
load of each wagon would also be 
switched. No attempt wottld be made to 
load the wagons to capacity; only those 
things required for a weekend trip would 
be carried. When we stopped overnight, 
we would make up our sleeping bags and 
sleep in them on the beds of the wagons. 

And so, after weeks of preparation, and 
having selected a route that would take 
us over all the intended road conditions, 
the nine of us (six drivers, one photog- 
rapher, two General Petroleum representa- 
tives) rendezvoused early one morning at 
a Mobilgas station in West Los Angeles. 
What we found out about the individual 
station wagons can be found on the next 
seven pages. As you can see, MOTOR 
TREND is sold on the future of station 
wagons. CONTINUED 
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HE CHEVROLET TWO-TEN 
HANDYMAN actually fits several 
of our categories, with the consensus be- 
ing that it’s a comfortable passenger car 
suitable for six people, plus their luggage. 
Apparently, approximately five per cent 


‘of Chevrolet buyers agree with us—that’s 


how many wagons (of their total produc- 
tion) are being built. 

Legroom is plentiful in the Handyman 
for the six passengers (eight in the more 
expensive Bel Air Townsman), and there 
is loads of usable hauling space (first 
among those tested in length, second in 


HE FORD RANCH WAGON takes 

a lot of the good features of the other 
wagons and combines them; it’s fairly 
comfortable for carrying passengers, has 
plenty of cargo space (third in height, 
width, and length) and handles both re- 
markably easily and well. How pleasingly 
this combination works is evident on the 
sales chart—for the first four months of 
’°54, Ford has accounted for almost 45 
per cent of the station wagon market. 
IN TRAFFIC: The bulk and size of the 
Mainline Ranch Wagon (the lowest- 
priced of the four wagons in the Ford 
line) is adequate to give you a feeling of 
security through traffic, without sacrificing 
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width and height ). This mid-range (in the 
Chevy line) four-door wagon has an in- 
terior that is finely finished in every de- 
tail: plastic two-tone upholstery, nicely 
chromed hardware, easily operable release 
handles for the tailgate, push-button re- 
leases in the tailgate support arms (push 
in and tailgate can then be closed without 
lots of fumbling), an extra lighter or 
utility socket is located alongside the rear 
overhead light. 

IN TRAFFIC: The Chevy Handyman 
has good vision all around—there are no 
blind spots. It’s easy to drive and ma- 





ease of getting around. Steering is excep- 
tionally easy and accurate. One objection: 
the high position of the steering wheel in 
relation to driver and seat, likened to that 
of a Ford pickup truck by one driver. 
Vision would be improved by lowering 
the wheel (and the cowl). It’s no strain 
getting in or out of the car—an impor- 
tant factor when considering it for short 
hauls. All of these factors make this wagon 
a good car for in-town driving. 
ON THE OPEN ROAD: The Ranch 
Wagon has a good, solid feel, requires lit- 
tle if any correction to keep it in a 
straight line (wind wander is at a mini- 
mum); it’s a car you can trust. Its 


CHEVROLET “210” 


neuver through all kinds of traffic. The 
Chevy (as equipped with power steering 
and Powerglide, both optional at extra 
cost) was the only wagon that didn’t cause 
left leg fatigue and sore shoulder muscles 
(although it doesn’t really need power as- 
sist). Too much braking is required with 
Powerglide (which tends to allow the car 
to coast). Acceleration is satisfactory, but 
not startling. 

ON THE OPEN ROAD: The Chevy 
wagon rolls along comfortably, cruising 
fairly well at indicated speeds of 65-75 
mph. Lack of accelerator kickdown at high 
speeds is somewhat disconcerting when 
passing that truck in the face of on- 
coming cars. Ride is soft, but without that 
“over-the-ocean” feeling that tends to 
make some passengers carsick. It settles 
down fairly fast after coming out of a 
dip or going over a bump. To keep it go- 
ing in a straight line requires constant 
steering correction. Cornering is about 
equal to the average American sedan, 
which doesn’t impart too much security 
while driving fast. 

IN THE MOUNTAINS: The Chevy 
doesn’t quite qualify as a mountain goat. 
Ir handles fair, rolling considerably on 
sharp turns, the 6.70 x 15 six-ply tires 
squealing loudly. Powerglide’s DRIVE range 


FORD Mainline Six 


steadiness on corners makes the ride better 
than some of the softer-sprung wagons 
because passengers aren’t tossed from side 
to side. It has sufficient power for passing 
at various speed ranges. It rides fairly 
smoothly on its 6.70 x 15 four-ply tires 
over anything but rough or choppy roads; 
then you pick up vibrations and body 
shake. It’s an easy car to get used to driv- 
ing and it’s not at all tiring. 

IN THE MOUNTAINS: Here again is 
where the wagon feels a lot like the se- 
dan; it sticks through almost any corner 
at higher speeds than any other stock ma- 
chine. In a comparison brought about by 
the need for photos, we found that the 
Ford would drift only slightly where the 
rear wheels of the good-handling wagon 
in front would hop to the side. It leans 
some, but not excessively (see comment 
under “Open Road”). The six-cylinder 
engine (used on about 20 per cent of all 
Fords) of our test car was adequate for 
most conditions, except in taking long 
grades in overdrive, where the engine 
torque didn’t seem to be sufficient; a 
downshift into conventional soon recti- 
fied this, however. Terminal velocity up a 
seven per cent grade was 74.8 mph in con- 
ventional (second fastest among those 
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Handyman with Powerglide: “Extremely well-finished interior’ 


is adequate for normal grades and when 
steeper ascents or descents are encoun- 
tered, a manual downshift into LOW is a 
great help. If you’re descending a hill at 
30-40 mph and want to slow down, a flip 
ot the lever into LOW won't cause the 
rear tires to screech when the LOW range 
band grabs hold. On short descents with 
LOW range there’s too much coasting, but 
it does downshift sooner than most auto- 
matic transmissions. In ascending a steep 
grade in 90° temperature, the engine 
heated up, but cooled off rapidly when a 
manual downshift into LOW was made. 
Terminal velocity up a seven per cent 
grade was 73.5 mph, indicating good 
grade-pulling ability. 

ON DIRT ROADS: There’s too much 
bounce here because of the soft springs, 
which, contrariwise, makes it not as tiring 
to drive on a rough road. Considerable 
steering wheel vibration is felt on wash- 
board roads; no shock is felt. Here the 
Powerglide again rates praise because of 
its smooth power application to the rear 
wheels. Under normal driving conditions 
(on dirt) you'd be hard-pressed to bog 
down this wagon. If you get broadside, 
or partially so, a quick manual shift into 
LOW and a heavy push on the throttle 
will pull you out with no_ hesitation. 


FUEL CONSUMPTION: An average 
of 16.5 mpg (using Mobilgas Special) for 
652 miles of city streets, open highway, 
dirt roads, muddy. trails, and mountain 
roads, with six different drivers at the 
wheel, speaks well for the economy of the 
Chevrolet with Powerglide. This figure 
placed it second among the Big Three. 
It was the only wagon of six tested with 
an automatic transmission. 

FOR SLEEPING: The Handyman, with 
its ample room, was one of the best wag- 
ons for sleeping. Roll-down windows in- 
stead of sliding ones are easier to adjust 
from a sleeping bag, and entry to the rear 
of a four-door wagon can be accomplished 
almost without contortions. 

SUMMARY: Here’s how the individual 
drivers felt about the Chevy Handyman: 

“It’s a general use wagon, finished bet- 
ter than many. Its usability rates high 
with me; it'll probably last many, many 
years in normal use.” 

“Tt’s extremely well put together. Great 
amount of usable space. Fine for the 
family that wants no hint of the truck 
in their wagon and yet wants a passenger 
car and wagon in one.” 

“Good for highway cruising. Not par- 
ticularly a utility wagon—in the strict 
sense of the word—but it does have good 


hauling ability and lots of space to boot.” 

“A passenger car with seats for six 
people of luggage. Would have all the 
faults of an overloaded sedan, but with 
adequate legroom.” 

“Good with Powerglide for tradesmen 
with light but bulky loads in city.” 

“Extremely well-finished interior with 
special attention to detail conveniences. 
Its interior is large with a great amount 
of usable space.” 
OTHER MODELS: The two other 
Chevy wagons are of the same wheelbase, 
are also four-door (no two-doors are 
made), and can have the same power and 
accessory options. The “One-Fifty” Handy- 
man is the utility and economy model, 
having a few less fine appointments and 
even necessities (no safety plate glass in 
the side-door windows, black rubber, rear 
fender shields, no foam-rubber cushion 
pads on the seats ). The Bel Air Townsman 
is the plush wagon of the line, having 
seats for eight passengers (the two rear 
seats can easily be removed for additional 
cargo capacity ), with simulated wood trim 
on the all-steel body, a color-keyed interi- 
or and sliding rear quarter windows. The 
only transmission option -( for all wagons ) 
is Powerglide; this transmission is on one- 
third of the wagons. 


Ranch Wagon with overdrive: “It's a wagon you can trust’ 


tested) indicating it does very well in 
climbing grades. 

YN DIRT ROADS: Considering that 
this was a “stripped” wagon, body noise 
and vibration (both there on a dirt road ) 
were not too objectionable; with under- 
coating the car would be lots more en- 
joyable. You'll also feel some steering 
wheel and cowl shake. You won't feel in- 
secure, however, if you happen to drive 
a little faster than you should; instead 
you'll feel (as one, driver put it) “as safe 
as when you're in a cinched-down bassi- 
nette.” 

FUEL CONSUMPTION: Over the same 
kind of roads that the other wagons took, 
at the same speeds, with the same number 
of stops, the Ford Six Ranch Wagon with 
overdrive eked out a 16.4 mph average 
for the entire trip. Ordinarily (and with- 
out apologizing for the car) it should get 
more mileage, but it was one car all 
drivers delighted in throwing into corners 
a bit faster than the others. This may 
account for the somewhat lower economy. 
FOR SLEEPING: The Ford is about 
average for sleeping comfort. With no 
special features in its rear compartment, 
its dimensions are neither the largest nor 
the smallest of all the wagons tested. 


September 1954 


SUMMARY: Here’s what the six drivers 
had to say about the Ranch Wagon: 

“It’s suited for many purposes. It’s 
roomier than some, almost as comfortable 
as a sedan. Where it really shines is in its 
roadability. It could fit the purposes of a 
family with many children.” 

“Family, camping, or heavy use of 
wagon for cargo. Is a solid vehicle de- 
signed to be a little truck, yet satisfy pas- 
sengers.” 

“I’m competition-car-minded and have 
a wife and two kids. What more could I 
ask in a family car? This car can out- 
handle some of the imports.” 

“There are many nice features about 
the Ford, but it falls short in comparison 
to the compactness of the Plymouth, the 
looks of the Stude, the utility of the 
Jeep. Yet, it’s a good compromise, having 
a little of each of these features, plus 
outstanding handling.” 

“It’s good basic transportation for a 
family; it’s as good a road car as you'll 
find (with minor exceptions); it’s doubly 
good because of its ease of driving and 
the extra margin of safety it provides. 
I object to the steering-wheel-seat rela- 
tionship, its overage of rough-ride quali- 
ties, and its somewhat stripped look.” 


“It’s best for driving. It’s a real pleas- 
ure car that feels nice to-driver and pas- 
sengers. Its interior is not at all easy to 
clean and I don’t think it would wear 
well (floor particularly ), but its looks and 
performance outweigh these aspects.” 
OTHER MODELS: The Ranch Wagon 
comes in two series—Mainline and Cus- 
tomline, the difference being in minor trim 
and colors, and in minor power options. 
These two-door, all-steel wagons are the 
most popular (accounting for 60 per cent 
of Ford’s wagon volume), and have seats 
for six, with the rear seat folding forward 
to make more stowage space. The Custom- 
line Country Sedan is a four-door, all- 
metal, eight-passenger wagon (with a two- 
section rear seat that lifts out to make 
more carrying space). More exterior and 
interior color combinations are available 
on this model. The Country Squire (Crest- 
line series), a four-door, eight-passenger 
wagon, is the “limousine” of the line. Sides 
are finished in simulated (painted steel ) 
mahogany with simulated (Fiberglas) 
wood moldings. Transmission options of 
overdrivé and Fordomatic are available 
on all wagons; popularity runs in favor 
of Fordomatic (40 per cent), standard 


(38), overdrive (22). 
CONTINUED 
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HE NASH RAMBLER’ CROSS- 

COUNTRY (as with the four-door 
Rambler sedan) is hard to classify—it 
almost has to be put into a class of its 
own. How do you rate a station wagon 
that’s definitely not intended to compete 
across the board with larger and/or more 
utilitarian wagons? When all Nashes are 
taking 1.6 per cent of the market, its 
wagons are knocking down 2.1 per cent of 
the total station wagon market. That's not 
bad for a car that’s less than a year old. 
With its looks, driving ease, comfort, and 
economy it may do even better. 


HE PLYMOUTH BELVEDERE 

SUBURBAN, distinguished at first 
glance by an interior rivalling a lavishly 
decorated cabafia, retained its reputation 
for luxury by giving us testers the most 
comfortable ride of any of the test wag- 
ons. It was so soft that even Photographer 
Bob D’Olivo, from his unsprung perch 
near the tailgate of whatever car hap- 
pened to be leading our parade of wagons, 
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IN TRAFFIC: The Rambler’s compact 
size makes it easy to whip around in traf- 
fic (despite its relatively large turning ra- 
dius because of the enclosed front wheels ). 
It shifts easily, steers easily, and brakes 
handily. It’s quite lively, considering the 
small (195-cubic-inch) engine. Vision 
is somewhat marred by the thick pillars 
and (to the rear) by the low roof. Its 
low (but deep-cushioned ) seats and awk- 
ward-opening doors make it hard to get 
in and out of, detracting from its utility. 
ON THE OPEN ROAD: It’s very 
smooth and steady on the straights—you 





commented at some length on how com- 
fortable he was in it. If you plan on carry- 
ing your children behind the back seat, 
take heed! 

Five years ago, the Suburban was a 
novelty. A new approach to the mid-cen- 
tury quest for a universal car, it was the 
first of the all-metal, fold-away-seat wag- 
ons, and it won instant popularity. Among 
other reasons was its compactness. With 


NASH Rambler 


roll right along while you sit relaxed be- 
hind the wheel. It cruises along like it has 
more than 90 horses, has adequate passing 
power. The seats are comfortable, the 
wheel is set at a good angle in relation to 
the seat. It’s a very quiet car because of its 
unit construction; there’s no sheet metal 
rattle or body rumble. Considering its 
relatively low power-to-weight ratio, it 
handles quite well but definitely requires 
your attention both in and out of a corner. 
Despite comparatively large-cross-section 
tires, steering does not feel mushy. 

IN THE MOUNTAINS: The _low- 
geared (4.4 to 1) rear axle in combination 
with good engine torque allow you to 
pull lots of grades in high gear. It'll lug 
down considerably, then pick up quickly. 
Up the seven per cent test grade, it 
reached a top speed of 70.1 mph, which 
is a better-than-average speed, considering 
its actual level top speed. As with other 
MT test Ramblers, however, it tends to 
heat up going up grades. In general, the 
power is good; if you break loose when 
taking a corner excessively fast you can 
either slide or “power out.” In the moun- 
tains is where you notice the thick corner- 


PLYMOUTH 


the across-the-board model change of all 
Chrysler products in 1953, the Suburban 
grew three inches in wheelbase but only 
a little over an inch in overall length, 
thus becoming even more comfortable 
without losing any significant maneuver- 
ability. It excels in numerous thoughtful 
details but is quite seriously unroadworthy 
at very high speeds. 

IN TRAFFIC: Surprisingly, the Plym- 
outh is three inches shorter than the Nash, 
making it the shortest conventional wag- 
on tested (the Willys, of course, doesn’t 
count, being designed vertically rather 
than horizontally). With this, Plymouth 
has somehow managed to provide vast 
room in the front seat. Legroom is ample, 
the dash is far away, and vision to all 
sides is excellent from the body itself 
(the hood and right fender would benefit 
from a more modern treatment that 
would let the driver see the road closer to 
the car, and also let him be sure where 
the fender was). The clutch is super- 
smooth, brakes excellent, steering easy; 
the dash is softly finished in flat paint so 
it won’t glare at you, and the glove com- 
partment is handy at the middle of the 
panel. But so rubbery, uncertain, and hard 
is the gearshift on conventional-and- 
overdrive-transmission cars that it tends 
to negate these other satisfactory features 
and make Hy-Drive or PowerFlite the de- 
sirable options for drivers who want ease 
of driving in traffic. 
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Cross-Country with overdrive: “Fuel economy is its forte’ 


post more than ever. There is definitely 
body lean, which doesn’t appear to an- 
noy driver or passengers. 

ON DIRT ROADS: The Rambler doesn’t 
quite feel at home on dirt washboard, 
taken fast, where the wheels begin to hop. 
You don’t feel the vibration in the seat of 
the pants; there is some at the wheel and 
in the column. Here’s where the unit body 
construction shows its mettle: there’s no 
body shake. In soft dirt or sand there is 
more sliding than normal. On dirt is 
where the Weather-Eye vent system really 
comes in handy—it cuts down on dust 
input, cleansing the air sufficiently even 
when the dust is boiling up outside. 
FUEL CONSUMPTION: Fuel economy 
is the Cross-Country’s forte. After taking 
all the roads we could toss at it on our 
three-day trek, the Nash came up with a 
19.4-mpg average! Considering that half 
of the driving was either up or down a 
mountain grade, with the rest of the 652 
miles split among desert, open highway, 
dirt roads, and traffic, this speaks excep- 
tionally well for the Nash with overdrive. 
FOR SLEEPING: Again the Nash is 
hard to compare with other cars. The 


Belvedere Suburban 


ON THE OPEN ROAD: Quietly hum- 
ming along in overdrive, the Plymouth 
was a fine car to drive or ride in on 
straight, Class A highways. When there 
were dips or even many curves, the same 
softness that gave it so good a ride under 
other conditions made it sway and lean a 
lot and so became an element of discom- 
fort and sometimes of actual danger, for 
it was frequently impossible to predict 
which direction the car would take when 
it came out of a bad dip. (That’s no 
reason, by the way, not to buy a Subur- 
ban if you are a truly cautious and con- 
servative driver. ) 

This is too bad, because the Plymouth’s 
high, restful seats and its atmosphere of 
room to spare would otherwise make it a 
top car for travel. It was free from vibra- 
tion at higher speeds. Power for passing 
at cruising speeds, even with the auto- 
matic kickdown into conventional high 
gear, was on the weak side. The steering 
needed no correction on a straight road, 
though there was some lack of feel at 
the wheel. 

IN THE MOUNTAINS: The Suburban 
is too much a boulevard car to be ideal for 
mountain use. The soft ride, with its ten- 
dency to bound and to nose down, again 
produces discomfort on hills and curves. 
Power, especially in overdrive second, will 
satisfy the average driver, but not the 
enthusiastic one who wants to regain lost 
speed with no delay. Top speed on the 
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seats quickly make up into a comfortable 
(though short) bed. Two adults can sleep 
here, and two children could bunk down 
on the space behind the seats (they could 
even be large children if the tailgate were 
opened ). Suitcases can go on the roof rack. 
SUMMARY: And what do our six drivers 
think of it? 

“T like it despite its faults, but it could 
be a lot better. Advantages are compact- 
ness, sturdy unit construction, economy, 
bed, and reclining seats. Among biggest 
disadvantages are awkwardness of getting 
in and out, low seats, and a door that 
doesn’t open fully.” 

“It’s a good two- or four-people tour- 
ing car. It’s economical, maneuverable, 
comfortable transportation for people and 
their luggage.” 

“Its compact size, the bed, its looks, 
generally good all-around performance 
(economy, acceleration, handling) make 
it a desirable car to have for short or long 
hauls (not traffic, but over the road ).” 

“Former Rambler owners may com- 
plain about the lack of roominess in the 
front seat and the limited door-opening 
space (brought on by the added doors), 


but if they owned the 100-inch wagons, 
they’ll be overjoyed at the increased car- 
tying capacity without much loss of over- 
all compactness.” 

“I like its looks and compact size. Be- 
cause of the shape of its sides, when you 
crack the windows to let in air during a 
downpour, rain will come straight in. This 
wagon should be popular with suburban- 
ites who like economical weekend trips 
with their small children.” 

“Everything in this wagon is small. That 
should make it excellent for a woman 
driver. Lines are esthetic and practical.” 
OTHER MODELS: The only other 
model in the Rambler line is the shorter- 
wheelbase (100-inch) two-door. The re- 
clining seat is availabie (at extra cost) 
on this model, but the bed feature is not. 
In our estimation this model will be dis- 
continued by about the time this appears 
in print; at this writing 95 per cent of 
station wagon production is devoted to 
the’ four-doors. Owners voice a preference 
heavily in favor of the optional overdrive, 
with standard transmission second, Hydra- 
Matic third. Nash is the only wagon with 
air-conditioning ($345). 


with overdrive: “Most comfortable ride” 


seven per cent grade was 72.1 mph. 
Should the Suburban break away in a too- 
tight turn, you may have to steer out of 
it. Brakes are more than adequate. 

ON DIRT ROADS: Low gearing enables 
the Plymouth, despite its medium-sized 
engine, to stay out of trouble where there’s 
a question of getting stuck; rural drivers 
need have no fears on that score. But 
here, too, the Plymouth isn’t the car to 
hurtle into the curves. Even at lower 
speeds, you'll have to pull out of any 
slides with the wheel alone, not with 
reserve engine power. Washboard roads 
brought out vibration in the steering 
wheel and column, and the soft springs 
further demand that you keep your speed 
down, or the car breaks into a lope. Again, 
for those who enjoy taking it easy, the 
Suburban should be satisfactory. 

FUEL CONSUMPTION: Under exactly 
the same conditions as the other wagons, 
except for the subjective factor that the 
Plymouth thrives on leisurely driving and 
on a thoughtful approach to uneven road 
conditions, the Suburban came up with a 
commendable 17.3 mpg average. 

FOR SLEEPING: Although few Belve- 
dere Suburban owners will be found sleep- 
ing in their cars, if they have to, they'll find 
adequate, but not over-ample, room (with 
tailgate up). 

SUMMARY: The consensus on the Sub- 
urban was that it could not have been 
more appropriately named. Here are ex- 


“Its best features are its comfort and 
ride. Interior appointments are good. Tex- 
tured plastic upholstery and headlining 
are not practical from standpoint of keep- 
ing clean, but they look good.” 

“Can’t see it for strictly traffic use. It 
holds a great deal of equipment, but ex- 
cessive body movement could cause a 
weight shift. A good car for tall people: 
legroom is good, headroom is fine. A good 
limited-travel family car.” 

“Attractive, well-finished, and roomy. 
Fills the needs of the average family, like 
hauling kids around, weekend shopping, 
hauling supplies for the garden, etc.” 

“Extra-good job of using all the avail- 
able space within a compact, squarish 
shell. Nothing sacrificed to streamlining. 
Big rear-seat side pockets handy on trips.” 
OTHER MODELS: The only other 
Plymouth wagon is the Plaza Suburban, - 
a more simply trimmed (and much easier 
to clean) version of the test car. The cars 
are the same mechanically and in all es- 
sentials, the cheaper Plaza being the one 
for hard use and the Belvedere better 
where colorful smartness is important. 
More transmissions are optional on Plym- 
outh than on any other wagon tested: 
overdrive, conventional three-speed, Hy- 
Drive (conventional three-speed box with 
a torque converter; see MT, Jan. 54), 
and Power-Flite, Chrysler Corp.’s smooth 
and simple fully automatic transmission, 


which comes with an engine of 10 more hp. 
CONTINUED 
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STATION WAGON TREK 


S IF TO POINT UP our contention 
that the station wagon is becoming 
more and more a part of the American 
way of life, Studebaker says: “The in- 
creased interest in station wagon trans- 
portation, plus the great suburban move- 
ment in this country, were the principal 
factors that led to our decision to intro- 
duce our Conestoga Station Wagon. For 
example, in the 10 years from 1940 
to 1950 the city of South Bend (Ind.) 
improved only slightly in population in 
contrast to a tremendous growth in the 
country surrounding the city. This same 
situation seems to be holding true all 
over the country.” 
It seems as though Studebaker was 
right in their assumption, for based on the 





NHE WILLYS FOUR - WHEEL 
DRIVE station wagon is, without a 
doubt, our most purposeful vehicle. It 
won't bring to life any visions of grandiose 
living, but (and this became our ready an- 
swer tO any comments on its lack of 
smooth ride and quietness ) why should it? 
The Willys is designed to go where timid 
angels and other station wagons fear to 
tread; it'll get you and your cargo there 
with a minimum of everything but eager- 
ness (it has more than a maximum of that 
quality), and give you plenty to talk 
about when you get there. 
IN TRAFFIC: The shortest wagon tested, 
the Willys is a delight in traffic because 
of its compactness, its quick-turning steer- 
ing wheel, and unparalleled forward vi- 
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first quarter (of °54) production, they 
claim 5.4 per cent of the station wagon 
market (with 16.1 per cent of their pro- 
duction going into wagons). That’s a 
healthy chunk to get with an entirely new 
station wagon, Studebaker’s first since the 
days when they built wooden-wheel over- 
the-prairies jobs. 

They also seem to be on the right track 
with their desire to produce a wagon for 
suburbanites. It will meet the requirements 
of country dwellers except, possibly, for 
those who require lots of utility. It has 
the same look and feel as the Studebaker 
coupes; those who appreciate esthetics 
can appreciate the Conestoga. 

IN TRAFFIC: Although the Commander 
Conestoga has the longest wheelbase of 


sion. You sit high in the Willys, surveying 
traffic a block in advance. The major ob- 
jection raised by the six drivers concerned 
the Willys’ reluctant gearshift. It’s hard 
to move the floor-mounted lever, and 
quick shifts for added pickup are next to 
impossible. But the exceptionally low- 
geared (4.88 to | rear axle ratio) Willys’ 
performance borders on no-shift driving; 
second gear was often adequate for stand- 
ing starts, and once in third, there was 
little need to shift until you came to a 
complete stop. 

ON THE OPEN ROAD: The Willys 
does not pretend to be an open-road car, 
yet it serves in this capacity with the 
competence it shows in conditions more to 
its liking. It had no tendency to slow our 


STUDEBAKER V8 


the six test wagons, its overall size is 
smaller (less overhang) than the average 
of the Big Three; this makes for easy 
maneuverability in tight traffic and into 
close parking spots. For our test drivers, 
the clutch and brake pedals are too far to 
the left, making it difficult to drive. As 
one driver put it, “It’s awkward enough 
to make me consider Automatic Drive if 
I were buying one.” On fast take-offs the 
clutch slips badly. The seating position 
is comfortable, making you feel at home 
very quickly. Its forward vision is good 
mostly because of the sloping hood, but it 
could be better with a narrowing-down of 
the cornerposts. Ride is not as good as 
it is on the open highway. 

ON THE OPEN ROAD: The Studebaker 
rolls along smoothly on its 7.10 x 15 
tires on good roads, but there’s vibration 
over a grooved road, increasing steadily 
with speed. As with all Studebakers, the 
rear view mirror is virtually useless above 
40 mph; it’s vibrating so badly that you 
can’t see in it. The Stude handles ex- 
ceptionally well, despite the fact that some 
steering correction is required on a straight 
road. The minute you enter a turn, you 
feel secure in the knowledge that you're 
going through it without any strain. 


WILLYS 4-Wheel 


station wagon convoy to a slower pace— 
and it often prompted the driver ahead 
to apply his car’s waning power to a lower 
gear-on a hill. It has surprisingly little 
steering vibration, and plenty of good 
punch in high gear. Front-wheel drive 
(even when disengaged ) causes an annoy- 
ing whine. Although not very quiet at 
any speed, the Willys rides fairly smooth; 
a combination of stiff suspension, hard 
tires, and a short wheelbase results in a 
choppy ride and a fast succession of jolts 
when driving over broken concrete. 

IN THE MOUNTAINS: The Willys’ 
apparent top-heaviness proved discon- 
certing to all drivers at first, but one 
driver, after alighting from the high run- 
ning board, summed up all our thoughts 
when he said confidently, “It’s the only 
thing for mountains!” Heel-over is not 
bothersome, shifting from third gear 
(whether going up or down)’ into second 
is wholly unnecessary most of the time, 
and the Willys’ excellent vision gives you 
a view of the road ahead that few “large- 
glass-area” sedans supply. Utilizing the 
pulling power of the front wheels, we had 
to change our driving habits somewhat; 
the front wheels are really at your com- 
mand—they go where they’re pointed. The 
Willys’ uncanny cornering ability is ac- 
companied by something equally out-of- 
the-ordinary; there’s no front-wheel drift 
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Conestoga with overdrive: “Could easily replace Stude sedan” 


There’s some body roll, but it’s far from 
excessive. Its passing power is adequate 
for most conditions; with a full load it 
could use more boost. 

IN THE MOUNTAINS: The Conestoga 
takes to the mountains almost like it was 
designed for them; if you’re driving fast 
you'll stick well in corners without a lot 
of wheel fight. It gives plenty of road feel 
and is easy to steer, which is a terrific 
combination. Even on wet and slippery 
roads, it didn’t feel like it was dancing on 
its toes. It seemed to lose some power 
pulling steep grades, and yet it reached a 
top speed of 77.8 mph going up a seven 
per cent grade. Many times you could lug 
down to 10 mph in high gear and it 
would pick right up again without buck- 
ing. MT often wonders why other manu- 
facturers don’t see the logic in a hillhold- 
er such as Studebaker has. It came in 
handy more than once on our trek. There 
was never any indication of brake fade. 
ON DIRT ROADS: Here’s where the 
Stude doesn’t feel too much at home; its 
two major faults are vibration and low air 
vents (in the front fenders). In its favor 
are reserve power and fast steering, provid- 
ing you with both of the necessities for 
pulling out of an unexpected slide. 


FUEL CONSUMPTION: Studebakers 
are noted for their Scotchness when it 
comes to fuel economy; it seems to make 
little difference whether it’s the Champion, 
or the Commander, or the Land Cruiser. 
In the case of the Studebaker Conestoga, 
we were able to obtain a good 16.9 mpg 
average over the 652-mile distance. Driven 
more leisurely, a much higher average 
could be expected. 

FOR SLEEPING: In length and width 
the bed of the Conestoga is slightly shorter 
and narrower (by inches) than compar- 
able wagons, which doesn’t impose too 
much of a hardship. Six-footers will find it 
necessary to sleep diagonally to stretch out. 
SUMMARY: Typical comments by the 
drivers after the trek was over: 

“It’s best for urban families with kids, 
to take the place of a sedan which can’t 
take the abuse. It has room enough for a 
weekend, is good for back-country driv- 
ing and handles well.” 

“A nice-looking car with much usable 
space, equal to any for cross-country trav- 
el. Could easily replace the Stude sedan 
as the family car.” 

“For rural driving, also cross-country. 
Its appealing looks are probably what's 
making it go like the coupe did last year.” 


“I can see it as a combination car for 
a city family that likes a pretty car and 
one that’s fun to drive. Definitely a civi- 
lized car, but not the most practical for 
tough going.” 
OTHER MODELS: The two-door, all- 
steel Conestoga comes in two series: 
Champion (66.5 per cent of production ) 
and Commander V8, both on the Cham- 
pion chassis of 11642-inch wheelbase. No 
four-doors are available, Studebaker be- 
lieving that station wagons “... have 
their primary appeal to people with fami- 
lies, especially small children .. .” and 
that the Conestoga “. . . does not have 
the added hazard of children in the back 
seat being able to open the two extra 
doors.” With the front seat split in the 
middle we noted no particular difficulty 
getting into the back seat. The smaller 
Champion, with its six-cylinder in-line 
engine, comes in a DeLuxe and a Regal 
version (differences in trim options ), while 
the Commander comes in the same two 
versions. Interiors are of vinyl (plastic). 
Power steering is available on all models 
at extra cost. Transmission options in- 
clude overdrive (preferred by 58 per cent 
of new owners) and Automatic Drive 
(liked by 17 per cent). 


Drive with 115-hp engine: “Our most purposeful vehicle” 


or wheel slippage! We felt the Willys’ 
terminal velocity of 68.1 mph up a seven 
per cent grade rather outstanding, consid- 
ering the unusually low rear axle. 

ON DIRT ROADS: “Who needs them?” 
said one driver, referring to roads in gen- 
eral, dirt roads in particular. Another said, 
“The greatest thing since the military 
Jeep.” You'll notice that this is the first 
mention of the word “Jeep” in this re- 
port. You'll find no mention of it in a 
Willys station wagon brochure. But once 
MT’s drivers got into the rough with this 
wagon, we called it “the Jeep” and noth- 
ing else, until we reluctantly turned the 
car over to the factory at the end of the 
trek. It bounded over the worst ruts we 
could find (we couldn’t take the other cars 
through the same “tank traps”) and set- 
tled down quickly. One dust-covered driv- 
er got out of the Jeep complaining that 
he couldn’t get it stuck! The way it goes 
through soft earth or sand, through the 
brush, and up and down hills is a won- 
der to behold: The wheels fling them- 
selves around some, but the car just keeps 
digging in. On a rain-drenched, muddy in- 
cline, the Willys never faltered; in fact, 
its driver eagerly expected that he’d have 
to pull some of the other back-sliding, 
spinning cats out of a ditch before the 
slippery hill was conquered. (P.S.: we 
all made it without help.) 
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FUEL CONSUMPTION: The Willys 
covered as many open-road miles as the 
other wagons on the trek, but when the 
opportunity presented itself, the Jeep 
went on little treks of its own—off the 
road. Everyone was anxious to “see what 
it'll do,” thus a low, 12.5 mpg overall 
average. The Willys four-wheel-drive wag- 
on suffered economywise from extra-low 
gearing, from the drag on the front axle, 
and from the extra-duty use it received 
compared to the other cars. 

FOR SLEEPING: There’s room enough 
for sleeping on the bed of the Willys, but 
only if you remove the rear seat or use 
the tailgate as a sleeping bag (or mattress ) 
support. Two can squeeze in side by side. 
SUMMARY: The test drivers had this to 
say about the Willys Four-Wheel Drive: 

“The greatest invention since feet, for 
moving from point A to point B—regard- 
less of what’s in between.” 

“Not in the running as a comfortable, 
quiet, and economical family car, but I 
like it for its ruggedness and fantastic 
pulling power.” 

“If you like to head for the backwoods, 
or have a home in the mountains or des- 
ert (or anyplace where there are or aren’t 
any roads), this is the car. It’s not for 
city or highway use, nor is it meant to be.” 

“I got a big bang (in more ways than 
one) out of being bounced around as if 


the car didn’t give a hang whether I was 
comfortable or not. The Jeep has its 
shortcomings, but I'll bet it has more 
fortitude than a lot of drivers when the 
going gets rough.” 

“An austere, truck-like interior denotes 
its purpose. It’s not a comfortable car 
by any standard, but I look at it as a 
good compromise between a non-deluxe 
family car and a pickup truck.” 

OTHER MODELS: The Willys station 
wagon comes in only two series: the four- 
wheel-drive model, and a deluxe wagon. 
The four-wheel-drive model differs dimen- 
sionally from the deluxe Willys in that 
it’s slightly higher (uses 7.00 x 15 non- 
directional-tread tires instead of the de- 
luxe’s 6.70 x 15s), and has a half-inch 
longer wheelbase. The Willys Deluxe has 
an equally-useful interior, but utilizes 
“cane-work” side panels for a truer sta- 
tion wagon effect. The Deluxe can be 
equipped with white sidewall tires and 
full wheel discs for a dressed-up ap- 
pearance, and with overdrive for econo- 
my. Four-wheel drive is not available in 
the Willys Deluxe. In addition to the 
115-horsepower, L-head. engine that pow- 
ered our test wagon, power options in- 
clude a 90-horsepower F-head six, and a 
husky little F-head four of 72 horsepower. 
Both have optional “high-altitude” cylinder 
heads for maximum hauling power. 
CONTINUED 
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general specifications 


TEST STATION WAGONS (As equipped) ae Je 


CHEVROiCi FORD 6 NASH 4-Door PLYMOUTH STUDEBAKER ways “™.~ /f = 
210 Handyman Ranch Wagon Rambler Belvedere V8 Conestoga 4-wD i. 


2, 


GENERAL 
No. of doors 4 2 4 2 2 2 
No. of passengers 6 6 6 6 6 6 (7) 
Basic f.o.b. prices @ $2133 $2029 $2050 $2288 $2556 $1973 
ENGINE, DRIVE TRAIN 
Type of engine Ohv 6 Ohv 6 L-head 6 L-head 6 Ohv V8 L-head 6 
Bhp at rpm 125 @ 115 @ 90 @ 100 @ 120 @ 115 @ 
4090 3900 3800 3600 4000 3650 
Transmission P.G. O.D. 0.D. O.D. 0.D. 3-speed, 


4-WD 
Rear axle ratio 4.10 4.40 4.10 4.27 4.88 


EXTERNAL DIMENSIONS @ 


Wheelbase 11542 108 114 11642 104 
Overall length 198 190 196 176 
Overall height 

(loaded) 64 59 62 62 75 
Overall width 73 74 74 70 72 
Min. road clearance 7 7 8 7 8 9 
Shipping weight & 3343 3186 3305 2831 


INTFPNAL DIMENSIONS @) 
Height: 

Bed to roof @ 
opening 

Bed to roof @ 
rear seat 

Bed to roof @ 
front seat 

Tai'go's onening 
@ center 

Min tai'gate 
opening 


Width: 
At tai'aate (inside) 
At rear seat 
Between wh. wells 
Tailgate opening 


Length: 

From back of reor 
seat to end of 
bed @ floor 

From back of rear 
seat ‘folded for- 
ward) to end of 
bed @ floor 

From back of rear 
seat to end of 
bed @ roof 

From back of rear 
seat (folded for- 
ward) to end of 
bed @ roof 

From back of rear 
seat (folded for- 
ward) to end of 
tailgate (extend- 
ed) @ floor 

Cubic carrying ca- 
pacity (seats in 
place) © 

Cubic carrying ca- 
pacity (seats 
folded or re- 

moved) © 97 83 60 80 64 
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Dimensions given in inches rounded off to nearest inch, i.e., 734 shown as 73, 732 as 74, et- 
No minimum shown because minimum is same as center opening 

@ Opening with tire in place is 44 inches. 

® Figures supplied by manufacturer 


NOTES: ® Suggested list price at factory of bare station wagon, minus accessories. 
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»>FOGRESS ON WHEELS 


HE BEST PART of automotive prog- 
tess is that we can all have a hand in 
Maybe it’s only through the fact that 
lve worked your way up to your pres- 
day new car through a series of Model 
and old Plymouths; or maybe it’s as 

as squeezing a few more miles per 
on out of your car by some tune-up 





trick. This, to some of us, is progress. 
Others, like Jim Broadwell, James “Ed” 
Hare, and Jerry Brownstein, whose cars 
are shown here, can measure progress by 
how well they've fulfilled their desires. 
Progress doesn’t have to mean some- 
thing radically new; it's the manner in 
which it’s applied that interests MT’s read- 
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By Jim Lodge 


ers. Look over these applications, and de- 
cide for yourself whether or not they fill 
a need for their owners; decide whether 
or not they'd qualify for production ideas; 
and then decide whether or not your crea- 
tion — or that of a friend — is as good (or 
better) an indication of Progress on 
Wheels. If it is, let’s see it! 
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It's a strange thing about,Los Ancaeles, 
Jerry Brownstein’s hometown; customs 
come and customs go — and meny co 
completely unnoticed by an inured citi- 
zenry. But when Jerry's ‘‘Gaylordized’’ 
‘53 Olds cruises by, heads swivel like 
a ‘54 Ford front suspension system 
Model Pat O'Melia draws attention 
nicely to the Olds’ unique rear f 
treatment, and a look ai the side view 
of the car shows the result of a three- 
by-four (front and rear, respectively) 
rl atolalal-tilale Mile) o Mam Malm @1eh dloldeim ololoh aczela. 
rie) o}>l-Tell ob Mola Moh a -idslelale liste me slelelel-te 
top (a la the well-known Packard Bal- 
boa). If the top seems lower than stock, 
it is —- by a real deep four inches. 
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MAGINE 100,000 campers divided 
into family groups, each with their 
own folding tables and chairs, gingham 
| napkins and tablecloths, gallons of red 
wine, and crates of good food. Imagine 
them all camped out for a week within 
whispering distance of a Rolls-Royce’s 
nearly silent engine. Now, take away the 
Rolls and substitute a sports car with an 
engine that roars so loudly and firmly 
that you wonder how its lightweight chas- 
sis can hold the gizmo that gives off so 
much noise even when it stands still. 
And now visualize 700,000 
more people. See them all 
converging on the same 
place, on foot, on motor- 
cycles, in cars...some the 
likes of which you have 
never seen before. Imagine 
them all blowing their horns 
at once. Fifty thousand 

automobile horns! 

Add a thousand prima- 
donna newspapermen, all 
with their own individual 
ideas about how the story 
should be covered, each cer- 
tain that his competitiors are 

doing their utmost to keep him from get- 
ting and sending 4s story to his editor. 

Now, for good measure, toss in more 
advertising gadgets than you ever saw, 
and thousands of sunburned, chic wom- 
en. Toss in a lot of ladders so that the 
ingenious folks can see over the heads of 
the less clever. Sprinkle the entire melee 
with newsboys who seem to speak every 
language except the one they understand. 

Scatter this entire batch of humanity 
around an 814-mile circuit of road that, 
50 weeks a year, is mostly traversed by 
hay wagons and two-horsepower corru- 
gated Citroens. Sprinkle the crowd a little 
heavier around the corners. Where there 
) are four grandstands facing the pits, con- 
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4 This Us 
Where is it? What is it? 
What makes it tick? 


Theodore Rosett 


centrate the crowd in gobs. Confuse them, 
amuse them, overwhelm them. It'll make 
them happy. 

Add an outdoor chapel for the religious, 
a dance hall for the footloose. Put an air- 
field next door so that the winged folks 
have a place to land and park their planes. 

Now the important part. Add 60 more 
cars, sports models and prototypes, 60 
pairs of drivers, 60 pit teams. Rate the 
cars by cubic capacity and le: them prac- 
tice driving the roadway for a week or 
two. If they want to, let them lap around 
in low gear, not accelerating enough to 
cool their engines. Let them steam around 
like this for days to study in slow motion 
a high-speed course that will go on for so 
long that they'll get the mental sensation 
of slow motion all over again. 

Offer prizes to the ultimate winners, for 
the cars that will do the greatest number 
of laps in 24 hours, for the cars that will 
prove best by performance, for the cars 
that excel this year after proving them- 
selves respectable last year. 

Translate this picture into French and 
drop it in the French province, the Sarthe, 
on the seedier fringe of the famous cha- 
teau belt, where, except for this event, 
nothing is particularly interesting. The 
wines are good, but the best ones have to 
be brought from 50 miles away where the 
weather is usually better and always less 
dusty. The Sarthe, you’ll discover, is noted 
for drab countryside, a few high quality 
murders, two or three mediocre restau- 
rants where service will be so bad during 
the racing season that you'll have to eat 
in one of the high-priced pavillions at the 
race course. 

Key everybody up for a week. Key up 
the car, too. The result will be the great- 
est race since Ben Hur lapped his two- 
horsepower, two-wheel, solid-axle job 
around a shorter circuit that was never 
as famous or exciting as this one has be- 


By David Lampe, Jr. 


come. Ever since the rediscovery that auto- 
mobiles are sporting pieces of machinery 
as well as heaps of metal that can tote you 
from one place to another quicker than the 
best sulky, there have been faint mum- 
blings around America about Le Mans. A 
strange form of calisthentics known as the 
“Le Mans start” has been practiced at 
sports car races all over America, although 
many of the spectators don’t know quite 
why. Even less is known about the fabu- 
lous Le Mans 24-Hour Race itself. Con- 
sidering that Le Mans is to Indianapolis 
what the World Series is to the Texas 
League, it’s time somebody explained Le 
Mans, the Le Mans fever and the whole 
exciting, almost unbelievable story behind 
the biggest, most important car race in the 
entire world. 

A chance conversation in the annual 
Salon de l’Automobile in Paris in October, 
1922, between George Durand, a French 
automotive writer, and Emile Coquille, 
head of the Rudge-Whitworth Company 
which makes splined-hub racing wheels, 
made Le Mans the most famous city in 
automobile racing. As a final test of French 
cars against the world, Faroux said he 
would like to see a race that would run all 
night. “Why not 24 hours?” suggested 
Durand. No such race had ever been run 
before, and none of the three men were 
sure that any cars existed that could stand 
the pace. But they were enthusiastic, and 
within two months Faroux had drafted a 
complete and workable set of rules for 
the race. ; 

Monsieur Coquille, on behalf of Rudge- 
Whitworth, offered a cup for first prize, 
and his company went to work with the 
Automobile Club de L’Ouest, which has 
always had its headquarters in Le Mans, 
to prepare a circuit on the roads of the 
Sarthe province. 

The 1923 Le Mans race was open to 
sports cars from any country. All cars run 
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in the first race had to comply with speci- 
fications given in the catalogues that ad- 
vertised them. All had to have bona fide 
sports bodies, mo# racing carrosserie. Big 
cars had to be four-seaters, and cars under 
1100 cc had to have two seats. Sand bal- 
last eliminated even the handicap of a 
lightweight driver! All of the cars had to 
have convertible tops, and in the first race 
the driver had to lower the top before 
climbing in the car and getting under way. 
Although there was no set engine formula 
for the race, all cars had to complete a 
minimum distance based on the cubic ca- 
pacity of their engines. In later races when 
superchargers became common, the rules 
were amended to rate all blown cars as 
having twice the cubic capacity their en- 
gines actually have. The 1923 race, won 


Wide World Photo 
Crowds lining both sides of course watch drivers sprint to 
their cars for start of 24-Hour Grand Prix Endurance Race 


Rodolfo Mailander 
Only two crew members are allowed in the pit at a time. 
However, third member can assist in gravity-type refueling 


Rodolfo Mailander 
Nighttime brings each No. 1 driver into race with the No. 2 
man, usually less skillful of the pair, going off to relax 


Gordon Wilkins 
Spray streams from wheels of 4.9-liter Ferrari as Gonzales 
grimly sets out to build up his 97-second lead in °54 race 
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Gordon Wilkins 
Duncan Hamilton and Tony Rolt, winners in ’53 and second 
in °54, quench their thirst perched on tail of D-type Jaguar 


Gordon Wilkins 
Right: Jubilant drivers and pit crew festoon Briggs Cunning- 
ham’s car after he crosses line in fifth position in ’54 race 
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by a French Chenard-Walker at an average 
57.21 miles an hour, was a big success. 
The 1924 race was open only to cars that 
had completed the race the year before. 
This restriction was dropped the following 
year, and each Le Mans race since has seen 
new cars entered. 

Present Le Mans track rules fill a tightly 
packed 44 pages. They are changed regu- 
larly as motoring conditions change. Manu- 
facturers may now enter prototypes as well 
as stock models, and about two-thirds of 
the entries are prototypes. So-called stock 
models must be of cars of which the 
manufacturer has produced (or will pro- 
duce) at least 50 identical cars, but certain 
engine modifications are permitted. Special 
fuels may be used, but maximum octane 
allowed is 90. Only 60 cars may enter be- 
cause the track committee believes a great- 
er number wouldn’t be safe. Manufacturers 
who have qualified in the previous year’s 
race have priority over other cars entered. 

Since the Le Mans race tries to simulate 
actual motoring conditions, many of its 
rules are more strict than those of other 
races. Repairs can only be made with spare 
parts and tools carried in the cars through- 
out the race. I counted 20 extra spark 
plugs in one car with a six-cylinder en- 
gine! The cars are allowed to swap wheels 
with extras kept in the pits, but every car 
must catry a spare wheel and tire, and 
these may not be carried on the seats but 
must be properly stowed. Most of the 
teams bring at least a truckload of extra 
tires and wheels, although a set of tires 
may be good for 12 hours or more of con- 
tinuous running. Only two mechanics may 
work on each car, but a third man is al- 
lowed to do the refueling. Fed from a 
gravity tank behind the pits, fuel is not 
permitted to be squirted into the cars’ gas 
tanks under pressure. 

A tule added in 1953 says that no driver 
may stay behind the wheel longer than 18 
hours, and generally the drivers do about 
two or three hours at a clip. In 1952 a 
French driver drove 18 consecutive hours, 
then he and his car quit! Only one driver 
is allowed in the car. No passengers. In 
1953 another new rule made pre-race 


Early-morning wash-up behind pits. There are plenty 
of washrooms, but why bother with such conveniences? 
Photos by Theodore Rosett 
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physicals necessary for the driver. Cars 
must do 28 laps (235 miles) without 
gassing up, adding water or brake fluid. A 
Duesenberg was disqualified in 1933 for 
refueling too soon; it had reached fourth 
place when it was flagged down. Often 
the cars have run several laps with their 
cooling systems bone dry. If they stop short 
of the pits because of this, the drivers have 
to leap out and run to the pits for buckets 
of water which they must carry back to 
their cars. This has actually happened sev- 
eral times. Track officials seal all filler 
caps after refuel stops. 

Every Le Mans car has to have an elec- 
tric starter, headlights, a horn, and all other 
stock fittings, and these must be in good 
operating order throughout the race. 

Several days before the race huge ply- 
wood templates are fitted over each car 
entered to see that its dimensions conform 
with the track committee’s maximum and 
minimum specifications. If the cars aren't 
the right size, pieces have to be added, 
or more often these days, hacked away. 

The Le Mans race is always run on the 
weekend in June that has the shortest 
nights. If rain comes down, the race con- 
tinues and the cars go slithering on. 

By two in the afternoon on the starting 
day the biggest crowd has assembled. Their 
tickets have cost them anything from one 
to 20 dollars. Spectators and newspaper 
people are cleared off the track, and then 
at 3:30 the national anthem of each 
country with cars entered in the race is 
played. The crowd is tense and absolutely 
silent. The drivers, who seem to be per- 
fectly relaxed by this time, cross the track 


and stand on painted circles bearing their 


car’s number. Some wear gaudy coveralls, 
but many wear slacks and shirts. All of 
them have crash helmets, although the 
cars don’t carry safety belts. 

The starting flag is dropped precisely 
at four o’clock and the drivers run for their 
cars. Pre-race testing assigned cars posi- 
tions on the road that give a fair handicap. 
Getting the initial lead can save many min- 
utes in the race later on. 

The Le Mans track is actually a series 
of public (Continued on page 46) 
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An American travel agent, usually more 
sedate looking than this, gets up after 
short siesta during famed 24-hour racé 





Although racers are going by within feet 
of this Frenchman at astonishing speeds, 
it apparently doesn’t disturb his napping 


Two girls have their early-morning cof- 
fee during race. This sort of impromptu 
living went on all around famous course 


The French come to Le 
Mans in every sort of ve- 
hicle. This one did neat 35! 
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Claccic Comments 


By Robert J. Gottlieb 


QUESTION—I have a 1933 Pierce Ar- 
row Eight four-door sedan, which is un- 
dergoing a full restoration. You stated in 
your article on car restoration in MOTOR 
TREND that it would be advisable for a 
car owner to overhaul his own engine so 
- that he may know his car completely. I 
have tried to get a service manual at gas 
stations and the library without success. 
I would greatly appreciate it if you would 
tell me where I could get a service manual 
on this car so that I could have photo- 
stats made of it. 
Duane M. Thompson 
Pontiac, Mich. 

QUESTION—I have a 1930 LaSalle con- 
vertible coupe. Where can I get a manual 
or general information, especially engine 
specifications? 

William L. Klenck 

Albuquerque, N.M. 
ANSWER—These two letters are typical 
of hundreds received each month at our 
offices. Service manuals for classic cars 
are very scarce, in fact so scarce that they 
are collectors’ items. I know of instances 
where service manuals sold for more than 
the price of the unrestored car. Most col- 
lectors of service manuals (for good rea- 
sons) will not sell or lend them to classic 
car owners. There is no single large 
source of available manuals existing in 
the country. 

Mr. Arthur Twohy of 400 North Ken- 
more Avenue, Los Angeles 4, Calif., has 
one of the largest collections of service 
manuals and owner’s manuals in the coun- 
try. He does not have any service manuals 


Vauxhall’s four-cylinder engine has 3.86-inch bore, a long, 
5.30-inch stroke. Displacement is rated at 248 cubic inches 
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for sale but does have a few owner’s man- 
uals which he will sell. He is willing, how- 
ever, to have photostat copies made of 
pages contained in these publications and 
will mail ther: to needy owners upon 
compliance with the following terms and 
conditions: (1) All correspondence to Mr. 
Twohy must be accompanied by a large 
self-addressed envelope. (2) The car own- 
ers must pay for negatives and prints at 
actual cost plus a $15 service charge to 
Mr. Twohy. (3) Mr. Twohy will photo- 
stat and mail information concerning 
specified portions of a car if requested— 
in other words, he does not insist upon 
the purchaser having prints made of all 
pages in a manual. (4) Actual cost prices 
are $5.15 for five pages; $26.15 for 35 
pages. To each of these prices must be 
added the $15 service charge. 

Bear in mind that owner’s manuals are 
generally 20 to 30 pages and that service 
manuals are generally 200 to 300 pages. 


QUESTION—Kindly advise the name 
and address of a reliable insurance broker 
who will insure my classic for collision, 
comprehensive, fire and theft. Local agents 
claim classics are not insurable because of 
their age. 

Arthur Brown 

Long Island, N.Y. 
ANSWER—We .cannot recommend any 
companies but we can state that most 
brokers and insurance companies have 
policies to cover classics. A word of cau- 
tion is necessary. The average policy is 
written on the actual cash value of the 


car. When loss occurs the company pays 
the amount of money that « similar car 
could be purchased for on the open mar- 
ket. The owner of a restored car would 
suffer serious financial loss with this type 
of insurance. There are policies called 
“stated value’ or “valued form policies’ 
in which the ultimate value is determined 
at the time the policy is issued. If a car 
is valued at $3000 with this type of 
policy and it is totally destroyed, the 
company will pay $3000. It is slightly 
more expensive than the standard policy, 
but it should be investigated. Even more 
important than insuring your car, be sure 
to carry property damage and public 
liability insurance for the unfortunate 
owners of modern cars who do not drive 
classics. 


QUESTION—What is the best method 
of packing water pumps to prevent 
leaks? I have tried different types of 
packing and various degrees of tightness 
on the nuts without luck. 

Stephen Comper 

Louisville, Ky. 
ANSWER—If a leak continues after re- 
packing, remove the shaft and either re- 
place it or have it turned. It is essential 
that the shaft be smooth or repacking is 
a waste of time. If a shaft is smooth and 
you tighten the nut too much, the shaft 
will become scored in a short time. Nuts 
should be tightened just enough to pre- 
vent leakage and should be retightened 
periodically, just enough to stop the flow 
when it starts again. 


Handsome dashboard is equipped with toggle switches, has 
machined gauge-housings mounted on fine-grained wood 
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Welcome to Mail-Mart! Here you'll find an outstanding selection 
of speed, power, and custom equipment—the newest, most inter- 
esting automotive specialties (plus some of the old favorites) from 
the stockrooms of the World’s Largest Distributor of high per- 


formance auto parts. 









QUICK, EASY COMPRESSION CHECK 
informs you of bad rings, leaky gaskets, 
faulty valves, etc., with this precision com- 
pression gauge Neoprene compression fitting 
fits any size plug port. Learn WHICH cylin- 
ders are bad. Accurately calibrated scale 
reads 0-120 Ibs. To use, merely remove spark 
plugs, hold gauge against port, and turn 
engine with starter. Complete instructions 
included. Only $1.85 ppd. Item #1. 





REDUCE SIDE-SLIP AND HEEL-OVER 
on curves, stop spring breakage with Hellwig 
stabilizers. You'll enjoy increased tire mileage 
and longer shock absorber life plus amazing- 
ly improved handling. Car won’t sag when 
hitched to a trailer. Adjustable. Permits ac- 
curate equalizing and regulating suspension 
value of each wheel. Dependable protection 
against road shock, wheel-hop and bottoming. 
Fully guaranteed. Front sets from $14.50 to 
$17.50; rear, $14.95 to $26.25. Send $4.00 
deposit, balance C.0.D. Item #7. 

















FUTURIZE YOUR CAR with these electri- 
cally operated door and deck latches. Throw 
away handles and fill in holes. Sleek new 
lines! Place chrome pushbuttons anywhere. 
Kits contain all solenoids, cables, pushbut- 
tons, fittings, and instructions. Door Latch 
Kit (2 doors) fits all cars, $19.95. Item #13. 
Deck Latch Kit (fits ’36-’54 Fords, all Mercs, 
all GM cars from °49-54, ’53-°54 Plymouths. 
Adaptable to others) $9.95. Item #14. 


C.0.D. immediately. 







GET HIGH COMPRESSION FROM ANY 
engine this low-cost way! No milling, filling, 
special heads or pistons. Simply replacing 
stock head gasket with these special thin 
gaskets equals milling head about .060. 
Boosts stock Ford compression to 8:1 and 
gives similar or higher increase on others. 
Result is extra power and better gas mileage. 
Guaranteed blow-out proof. Avail. for all cars. 
Solid aluminum $4.95; Solid copper $6.75. 
Ppd. Prices are per pair for V8’s. Item #2. 






= Pi cocd “a 
USERS REPORT 25% MORE GAS MILE- 
AGE with the precision-built Gane-Master 
Fuel Pressure Regulator. Large, sensitive 
diaphragm smooths out fuel pump pulsations 
—permits ideal fuel-air mixture. Gane-Master 
prevents vapor lock; eliminates gas waste, 
stalling, flooding, and frequent carburetor 
adjustment due to excessive pressure. Will 
quickly pay for itself on any car or truck. 
Only $7.95, postpaid. Item #8. 





ENGINE SUFFER FROM ACID? Eliminate 
the harmful effects of sulphuric acid ...a by- 
product of combustion found in all engines. 
New, amazingly effective Acid-X unit can be 
mounted in 3 minutes in oil filter line . . . 
ends harraful wear, corrosion and etching as 
oil circulates around special magnesium-alloy 
capsule, neutralizing engine acids. Lengthens 
motor life and cuts costly repairs. Complete 
instructions. Only $2.95 ppd. Item #15. 






Naturally, only a few items can be shown here each month, so 
whatever other special equipment you may need—any item— 
any car—if you don’t see it h 

address below. Enclose 20% deposit. Your order will be shipped 


ere, simply send a description to 





YOU'LL GET MORE POWER, MORE 
speed, better mileage and longer engine life 
with a genuine Belond Equa-Flow exhaust 
header system for your °54 Olds or Buick. 
Straight-thru, nonrestrictive design reduces 
back pressure; engine breathes freely. Peak 
horsepower, top-speed increases often phe- 
nomenal. Choice of steel-pack or glass-pack 
mufflers. $89.50 complete. (Header systems 
for most other cars available at competitive 
prices.) Item #3. 





















INSTANT, SURGING POWER AT ALL 
speeds with this famed heavy-duty Bendix 
Electric Fuel pump! Assure quick starts, re- 
duced operating costs, freedom from vapor 
lock. Up to 30 gallon per hour output pumps 
gasoline, alcohol or nitro. Corrosion-proof 
interior. Electrical system sealed in helium 
for safety, long life. Operates at all temper- 
atures, altitudes. Easily installed. Specify 6, 
12 or 24 volt, positive or negative battery 
ground, $22.95 ppd. Also Stewart Warner 
Electrical Fuel Pump, $18.95 ppd. Item #9, 





TIRED OF SPARK PLUGS THAT SKIP 
AND MISS after first few weeks? Triple Fire 
Airplane Type plugs are guaranteed 20,000 
miles! New design features three heat-resist- 
ant, nickel alloy electrodes instead of usual 
single steel point. Heat varies resistance, caus- 
ing points to fire in rotation; triple perform- 
ance and reliability—triples plug life! Guar- 
anteed for 20,000 miles on mileage basis. Ter- 
rific value. Only 89c per plug ppd. Item #16. 
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The best asset any business can have is a satisfied customer. 
Therefore, the products shown in Mail-Mart have been especially 
selected as fine examples of all the thousands of items carried in 
our three modern warehouses. Every item has been tested and 


approved as an outstanding value. 
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USE OIL UP TO 10,000 MILES SAFELY! 
Lifetime Permanent Filter saves money .. . 
eliminates costly replacement packs. Porous 
bronze cone lasts forever. 250% more efficient 
than usual rag or paper filled “cans”; won’t 
soak up detergents; unaffected by heat or 
moisture. Used by Army, Navy & big fleet 
owners. Guaranteed 10 years! Conversion kit 
for your car’s filter (except full flow type) 
$6.95 ppd. Complete Unit, with housing, 
$12.95 ppd. Item #4, 





INCREASED PERFORMANCE FOR MOD.- 
ERN V8 engines is assured with these com- 
plete manifold assemblies. Includes new, 
four-throat Stromberg carburetors, deluxe air 
cleaners, throttle linkage, all gas lines, parts 
and fittings. Assembled and ready to go! 
With a complete assembly you’re sure it’s 
right. Completely synchronized. Dual quad 
assembly: Chrys. and Linc., $234.50; Buick, 
Cad and Olds, $227.50; Single quad assem- 
bly; Dodge, DeSoto and Stude, $142.50. 
Ford and Merc thru °53, $128.50. All plus 
2% excise. Item #10. 





THAT CAR OF THE FUTURE LOOK is 
yours with these 3D-Lite Headlamp Domes. 
Luminous domes make your car visible from 
the side, protect headlamps, and give lights 
third-dimensional brilliance. Streamlines car 
. .«. cuts down wind resistance. Easy to install 
—they fit under headlamp lens retaining ring 
in just a few minutes. Once installed, they 
never need to be removed. One model fits all 
cars. Complete set, only $4.95 ppd. Item #17. 
























sTOrPS ACCIDENTS IN A FLASH! Stop- 
it, amazing new safety-first device, flashes 
your stoplight 115 times per minute when 
brake pressure is applied . . . warns car be- 
hind you instantly. Easily installed anywhere 
between light switch and lights to be flashed. 
Fits all cars, Ruggedly constructed. Sealed 
hermetically. Dependable under all electrical 
loads. Safety engineer approved. Only $3.00 
ppd. Item #5. 





CAR RUNNING HOT? Here’s a simple in- 
expensive way to keep your motor at its cool, 
eficient best. McRay Protecto Rod’s alternat- 
ing copper and zinc discs set up a galvanic 
battery action, ridding radiators and motor 
blocks of scale, corrosion, rust. Removes old 
deposits that solvents and flushing can’t 
touch. Restores full effectiveness of a clean 
cooling svstem. 10-second installation in any 
radiator. Will not rattle, $1.95 ppd., Item #11. 


Would you like a complete photo-catalogue of all the latest iperet 
and mileage accessories on the market today? As the 

Largest Supplier, we stock more than 60,000 items. Send only 25¢ 
(to cover postage and handling) and our 1954 Hi-Performance 
Equipment Catalogue will be mailed to you at once, 


orld’s 





SAFETY BELTS SAVE LIVES say traffic 
experts—should be required on all cars. Why 
take chances with your own safety and that 
of your loved ones? These approved belts are 
comfortable, do not wrinkle clothes, take only 
a second to fasten, and are completely adjust- 
able: Highly polished buckles and glistening 
nylon belting. Your choice of smart maroon, 
gray, green, or blue, Adds beauty and dis- 
tinction to your car. New low price: $9.95 
complete. Item #6. 





HAS YOUR CAR LOST ITS ZIP? Does it 
burn oil? Sound like a “klunker”? Don’t run 
it off a cliff or spend big money on an over- 
haul. Just remove spark plugs and squeeze 
Holt’s Piston Seal into holes. Holt’s forms 
self-expanding seal] that stops oil burning and 
piston slap. Restores compression and power. 
Treatment lasts 10,000 miles. Lloyds of Lon- 
don insures Holt’s against harm to even finest 
engines. Full treatment only $4.95, postpaid. 
Item #12. 


Order by mail today! Use the handy form below! Every item fully guaranteed. Send check and 


we pay postage on those marked ppd.; all others, FOB 
on COD’s; pay balance plus charges on arrival. Calif. buyers add 3%. 
Dealers: We have excellent opportunities to. offer you. 
Write today on your letterhead for full information. 


Los Angeles. Send 20% deposit 







HI-PERE OR MAN 




















; MAIL MART ORDER BLANK sina ak chic | 
Newhouse Automotive Industries, Dept., 214 . : » 
] S808 E. Beverty Bivd.. Los ‘anaes 22, California 20) 6. 10.1) 14, ; 
| Gentlemen: Please ship me right away the items 30) in Wt ° 
checked in the boxes at right. My car is a 0 0 I 
I Year Make Model No. Cyl ‘ full price ! 
| enclosed, send at | 
| Name once. | 
| Address $____20% | 
| deposit enclosed, j 
City. Zone._State. send COD. 
fcc aapieneantiabie me samen place obitethhaicigtebigieiianainl 
© 1954 
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GUARANTEES 20% 


HIGHER 
COMPRESSION 


instantly { 


Complete Perform- 

ance-Improving Pack- 

age Featuring:— 

® Genuine Solid Copper 
COMPRESSION - RISER 
Gasket 

® Special Tite-Sealing 
Gasket Cement 

© Complete Set of High 
Compression Copper 
Spark Plug Washers 


TS POWER, PEP, MILEAGE! 


Step up the compression ratio of your engine this 
easy, safe, low-cost way! 

Famous Almquist Gasket Kits increase stock Ford 
compression to 8:1 and other cars similar or HIGH- 
ER! Simply replaces present head gasket—NOTHING 
MORE TO .BUY! Equals milling head about .060”. 
Permits full power benefits from present gasolines! 
Gives greatly increased horsepower, faster accelera- 
tion, higher top speed—pius 1 to 5 extra miles per 
gal! Best for any car. Made from... . 


LIFETIME .020" COPPER... 

(Not ‘‘cheap”’ aluminum or shim copper) 
Almquist C-R Gaskets are made from genuine SOLID 
COPPER—& are recommended by CAR LIFE Magazine, 
Testing Laboratories & users throughout the world. 
BLOW-OUT PROOF! Guaranteed to outperform all im- 
itators. Kit includes COPPER .020” Gaskets, Cement 
& Spark Plug ‘“‘Riser’’ Washers (for adjusting plug 
height & heat range). COMPLETE. 








KITS BEWARE 
FOR ALL CARS OF IMITATIONS 
Fords & Mercs—Pair, $6.95 MPRE N 


All Other V-8 Cars, Pr., 7.75 
All 8 Cyl. Inline Cars, $8.95 
All 4 & 6 Cyl. Cars. .$6.95 





New! DUAL COMPOUND 
CARBURETION 


», Dual “Equi-Fiow” Manifold 
?* adapts dual compound carbure- 
‘. tion to present engine at low 
» cost! Special linkage (A) per- 
mits 2nd carb. to cut in at 20 
te 25 m.p.h. for smooth, FASTER 

acceleration—No flat spots! 
FOR MOST ALL CARS..... $9.95 
(COMPOUND LINKAGE $2 Extra) 

STROMBERG CARBS for above, 
$9.50 ea. 





H 


“= 


INLINE DUAL KITS 


POWER Plus Economy! 








ey 


SPLIT 

MANIFOLD KITS : 
For Chev, Plym & All 6 & & 
Cyl. inline Cars ; 
EXCLUSIVE KIT includes Split-Manifold Head Pipe, 
Dua! Side Tailpipe, all Mounting Brackets & E-Z In- 
structions. Easily welds or bolts to present manifold. 
Uses Stock or Hollywood Mufflers. Complete. .$14.95 
(Set with 2” Steel or Glass Packed Mufflers, $24.95) 


















NEW LOW PRICES 


JUST OUT—Features thousands of 
Speed, Power, Economy & Cus- 
tom Eavip’t items for all cars! 
All brands—incl. items not found 
in stores. Includes souping tips & 
tune-up chart. SEXD 25¢ 


ASUS fees 


Per aR De Eee 


Dealers Wanted | Milford $T, Pa. | 
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This is Le Mans 


(Continued from page 41) secondary 
roads eight miles from the center of the 
city. The first circuit was 1034 miles. It 
was shortened in 1929 and again in 1932, 
when the course was moved farther out of 
town and cut to eight miles and 675 
yards. Abandoned during the war, the 
race was not run agaif until 1949, when 
the same course was used. 

The macadamized circuit has severe cor- 
ners lined with sand banks, and most of 
the course has woven wood crash fences 
rimming it. Le Mans crowds are well po- 
liced and the spectators are considered 
more orderly than at many of the new 
American circuits. 

Leaving his 45-degree parking space 
near his pit at the start of the race, the 
driver heads clockwise under the first 
Dunlop Bridge, an overpass used by 
spectators during the race. This first curve 
is not a severe one, although in 1953 pre- 
race testing a Spanish Pegaso crashed 
fatally into one of the outside barriers. 

Towards the end of the first kilometer 
the driver approaches the first really dif- 
ficult part of the track, the “Esses,” two 
bends that can be taken at fairly high 
speeds. The second of these whips him 
into the Tertre-Rouge Virage (Red Bank 
Corner) that leads into the Hippodrome 
Straight. Six kilometers long, this stretch 
has very little protective banking on either 
of its sides. 

At the end of the first part of this 
straight, on the left side of the course, is 
the Cafe Hippodrome, the Le Mans track’s 
most chi-chi drinking and dining spot. 
You can sit at a table under a bright 
parasol and watch cars slip past you as 
they gun up to their maximum speeds 
while you casually sip on a second aperitif. 
And there is no barrier between you and 
the cars! The Hippodrome is the most 
cosmopolitan place at Le Mans. You hear 
English, French, German, and Italian, all 
mixed in about equal parts. 

At the end of the Hippodrome Straight 
is the Mulsanne Corner. John Fitch told 
us that he can’t whip the Cunningham 
around it at faster than 30, even though 
the Le Mans Bentleys could take it at 40 
miles per hour. 

The track is relatively straight for near- 
ly two miles, and then the drivers ap- 
proach the Arnage Corner. A quick right, 
then a left turn are needed to snake 
through this automotive maze. At this 
corner Tom Cole, one of America’s most 
brilliant Grand Prix drivers, lost control 
of his Ferrari, overturned and was thrown 
under the wheels of an oncoming German 
Borgward. Cole was killed instantly. Two 
miles farther along the circuit is the White 
House Corner. 

As night approaches many of the cars 
stop at their pits to change drivers. Usual- 
ly the No. 2 driver, the slightly less skill- 
ful member of the pair, begins the race, 


and the No.'1 man takes over to try t 
improve the car’s position during the 
evening hours of half-light. 

All night the cars continue their push, 
stopping only for repairs or refueling 
The pits all have their own set of signals 
which are usually in code. Some cars obey 
them, and a few don’t. The Germans ate 
most famous at Le Mans for the way theit 
teams are disciplined, and usually the Ger. 
man pit crew work with the precision of 
a first-class artillery crew. The Italians 
seem to like confusion, and often their 
mechanics: get in the way of their own 
cars as they make pit stops. The British 
are calm, knowing probably that a relaxed 
crew eases the driver and makes pit stops 
shorter. American crews seem to behave 
very much like the British ones. 

Early in the morning, as the cars begin 
switching off their headlights, the P.A. 
system blares out loudly spirited tunes, 
but the crowd is already so excited that 
they don’t notice the music. Every hour 
the race grows more and more tense a 
inferior cars drop out and superior ones 
put on their best show of strength. By 
the time the cars cross the finish line the 
crowd is as exhausted—and probably even 
as tense—as the drivers. 

When the Le Mans race caught the 
imagination of the European racing fan, 
manufacturers began calling their cars “Le 
Mans models.” The sticking of this tag on 
the new Cadillac sports model has caused 
some snickering. To be called a Le Mans 
model, a car must be of the same series 
as cars that qualified in the race. Properly; 
the stock Caddie can claim the label be. 
cause Cadillac ran, and placed 10th and 
11th in 1950. Any car that does its mini- 
mum number of laps and finishes the 24 
hours is considered to have done well; 
most entries don’t finish. Some cars, j 
limping along, may do their minimum 
number of circuits and then slow down to 
keep from falling apart before the end of 
the time limit, but track rules say that 4 
cat may take no more than half an hour 
to complete its final circuit. Prizes go td 
all cars that finish. 

Three races actually go on at one tim¢ 
on the Le Mans course. Medium size and 





large cars have the best chance of win; 
ning the big race (the Coupe Annuel de 

Distance), but cars with as little as fo 

or five rated horsepower have been en 
tered. In addition to the big prizes for th¢ 
most kilometers covered in the race, therq 
is another prize given for the car that 
wins according to the Index of Perform 
ance formula. The formula is figured 
this way: Distance equals 3400 time 
cubic capacity, divided by cubic capaci 

plus 300. Each car thus has its own precis¢ 
index. The Index of Performance race i 
almost always won by the smaller cz 

these days. 

The third race-within-a-race is the Bi 
annual Cup, given to the winning 
which also qualified during the previou 
year’s race. Cars competing for this priz4 
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are marked with a small red, white, and 
blue bullseye on their cowlings. 

Inevitably certain marques have done 
better at Le Mans than others. Some cars 
have won their fame on the Le Mans cir- 
cuit. The heavy cost of running a Le 
Mans race team may have put a few of 
these cars out of business, but just as 
many have received their greatest adver- 
tising from their Le Mans successes. Best 
of the Le Mans cars was probably the 
pre-Rolls-Royce Bentley, and Jaguars are 
now reviving memories of the famous 
Bentley teams. 

Because no American car has ever won 
the Le Mans race, people who haven't 
studied the records carefully are inclined 
to pooh-pooh American cars, but our rec- 
ord hasn’t been too bad. Forgetting the 
Cunningham, which is really a competition 
car, we have a most respectable record. 
Chryslers came in third and fourth in 
1928, right behind a Stutz, and it took a 
Bentley to beat them. Of the eight Ameri- 
can cars entered in 1929 a Stutz finished 
fifth, again followed by two Chryslers. 
This was the year of the win by four 
Bentleys. American cars kept entering un- 
til 1929 but none finished. Then our blue 
and white colors were not seen again at 
Le Mans until Briggs Cunningham entered 
two Cadillacs in 1950. The standard 
sedan (with only minor mechanical 
changes) was 10th and a special-bodied 
Caddie driven by Cunningham and Wal- 
ters managed to cross the line in 11th 
position despite a really rough transmis- 
sion and a crash into a sandbag. A Nash- 
powered Healey entered by Nash Motors 
was 11th in 1953 even though the bright 
boys said it wouldn’t finish at all. 

Yet as close as American cars have 
come to victory at Le Mans, the chance of 
an American victory in the next few years 
is unlikely. The noble Cunningham not- 
withstanding, a clean-cut American victory 
would have to be won by a production 
car, although nobody would complain if 
minor modifications were made to it. 

According to an old Le Mans tradition, 
it is proper to say to American drivers 
and car makers, “We hope you kill your- 
selves on the Le Mans circuit.” As every 
driver who spends enough time on French 
Grand Prix courses knows, a wish of good 
luck is most unlucky! 


—David Lampe Jr. 


HOW THEY FARED IN THE 
54 LE MANS RACE 


It is nearly noon on Sunday, June 13, 
1954, and the Le Mans 24-Hour Race has 
just over four hours to run. Behind the 
pits one of the Jaguar helpers is shaving 
with a razor plugged into a wall socket, 
alongside a blonde in a red mackintosh 
who is making a phone call and leaning 
over the man who is repairing the shoe 
polish machine. We cannot hear ourselves 
speak for the dance music blasting forth 
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from the loudspeakers. Drivers in sodden 
overalls push past on their way to sun 
lamp parlors, and down the passage the 
old woman who looks after the men’s 
washroom comments acidly on foreign 
ideas of tipping. High speed and steady 
rain have heavily depleted the entry and 
only an occasional angry snarl marks the 
passage of a car through the narrow rib- 
bon of road between pits and tribunes. 

Beside us lies the Cunningham Ferrari 
with water-cooled brakes, put out by axle 
bearing failure after running for hours on 
11 cylinders. Nearby lie two Gordinis, and 
with them France’s main hopes of a good 
place on distance. But not on the Per- 
formance Index handicap, for this side of 


the event is, as usual, safely in the bag 
for the little Panhard-engined specials, 
featherweight and scientifically stream- 
lined, which are doing over 110 mph on 
under 40 horsepower. The social set has 
not had a happy race. The black Maserati, 
which the Marquis de Portago crumpled 
in practice, lies here with its cockpit awash 
in oil, and Rubirosa never got a drive at 
all, for co-pilot Baggio soon got the Fer- 
rari stuck high on a sandbank and there 
abandoned it. 

The David Brown outfit is reeling un- 
der successive disasters. Their new V-12 
Lagonda was crippled in a skid after less 
than three hours of racing, Carrol Shelby 
retired with stub axle failure on his DB3S 
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Aston Martin, and during the night both 
the new twin ignition Aston coupes somer- 
saulted just before White House. How 
Bira and Stewart emerged alive from 
those mangled wrecks no one can under- 
stand. Finally, the supercharged car driv- 
en by Parnell and Salvadori has blown its 
gasket after holding sixth place for a good 
six hours. 

Two Ferraris have gone out with gear- 
box failure and Jaguars have lost two cars 
with brake servo and gearbox troubles 
after blocked fuel lines had delayed the 
whole team. So now the battle lies be- 
tween Gonzales and Trintignant on the 
V-12, 4.9-liter Ferrari, and Rolt and 
Hamilton on their 314-liter (214-cubic- 
inch) light-alloy Jaguar. 

By midday the Ferrari’s lead is one 
lap and one minute 17 seconds, and with 
320 horsepower against about 260, it can 
beat the Jaguar on acceleration; Jaguars 
could relax in an honorable second place, 
but William Lyons decides on all-out bat- 
tle to the end. Rolt starts to snatch back 
10 seconds a lap, then is forced into the 
sand by a slow car. But, he digs out and 
carries on. 

The two Chrysler-engined Cunninghams 
are storming round, fast and steady in 
third and fifth places; an Osca is leading 
the ailing Porsches in the 1500 cc class, 
but Porsche’s new four-cam has the 1100 
category. Bristols, with the only team 
now intact, are 1-2-3 in the two-liter 
class, and a privately entered stock Tri- 
umph TR-2 is circulating steadily. 

At 2:20 P.M. the Ferrari comes in for 
its final fuel stop and Gonzales gets in, 
but can’t start. He gets out and mechanics 
fling open the hood. Two minutes. Three 
minutes! The mechanics work frantically. 


Pit Manager Ugolini sinks his head in his 
hands but never takes his eyes off the 
chronometer recording the progress of the 
flying Jaguar. Four minutes. Here comes 
the Jaguar! Rolt is slowing down to pick 
up a visor but is frantically waved on by 
his pit crew. The Italian lead is now less 
than a lap and the loud speakers count 
out the seconds. Again Gonzales tries; 
again the car refuses. Only after seven 
minutes 40 seconds of tense drama does 
it fire reluctantly and the grim-faced Ar- 
gentinian roars away into the lashing rain 
with his lead cut to a precarious one 
minute 25 seconds. 

A Renault Special hits a telegraph pole; 
both Oscas crash, then a Bristol spins, 
and carries on much crumpled, but the 
crowd, boots in the mud and faces stung 
by the rain, has eyes only for the lead- 
ers. The tension is held to the last second, 
but when the checkered flag waves at 
4:00 P.M. the Ferrari is leading the Jaguar 
by 214 miles, and trailing after them 
comes as battered a selection of survivors 
as Le Mans has seen these many years 
past. Of the 57 which roared away when 
Prince Bernhard of the Netherlands gave 
the start signal on Saturday, only 20 are 
running at the end, and of these three are 
disqualified under the severe rules which 
have given the Le Mans race its world- 
wide significance. 

Winners’ take, $5700. As they led the 
race from start to finish, apart from 
brief interventions by Moss’s Jaguar, they 
also collect 24 hourly prizes of $29, plus 
$710 for fourth place in the Performance 
Index handicap, in addition to undisclosed 
bonuses from suppliers which will total 
more than the prize money. 

—Gordon Wilkins 





Fuel Injection 


(Continued from page 17) port is 
not constant but pulsating. There- 
fore a constant stream of fuel creates 
an over-rich condition not harmful 
with alcohol fuels but very critical 
with gasoline. 


Sounds ideal . . . but it’s just not flexible 
enough to give good performance and fuel 
economy over a wide range of loads and 
speeds, such as you have in city and road 
driving. In this case you just about have 
to arrange to meter the proper squirt of 
fuel for each condition of operation— 
which, of course, means a complicated 
mechanism and control. 

And that’s the whole trouble . . . 

Cruising at 40 mph, only about .0001 
cubic inch of gas is required in each cyl- 
inder on each power stroké. Imagine a 
plunger pump capable of accurately meter- 
ing and injecting this tiny amount more 
than 100 times a second under high pres- 
sure—and doing it day after day, winter 
and summer, in all the dirt and crud 
that a car soaks up. 


V John Christy: Injecting fuel 
into a port poses the problem of flow 
speed. Again, with alcohol this is not 
critical, but with gasoline it is. One 
way around this is a venturi-shaped 
port or a venturi outside the port. 
Red Barnes, a Howard’s cam techni- 
cian, built a gasoline injector of this 
type. However, the result on an eight- 
cylinder engine was nothing more nor 
less than eight small carburetors, one 
for each port. 


The thing must be machined to fantastic 
tolerances. 


V Fuel and lubricants specialist: 
Most outfits that service units with 
such tolerances use air-conditioned 
rooms, etc. Can’t you see Joe Motor- 
ist falling into the trap of attempting 
service on his injector? The G.Ls 
tried this in Africa on some of the 
tank engines, and it stopped more 
tanks than Rommel! 


It costs money to do this machining. 
An injection pump for a diesel truck en- 
gine will average around $400 retail these 
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days! And yet, to be economically com- 
petitive in the automobile field, the pump 
itself couldn’t cost too much more than 
the carburetor it replaces. In other words, 
until*a good injection pump suitable for 
utility passenger car use can be mass-pro- 
duced for less than, say, $100 retail, we'll 
just have to live with our old carburetors. 
Five or six years ago the chances looked 
pretty dark. Today there’s good news for 
John Q. and the whole industry—basic 
pump designs have been developed which, 
with continual detail improvement, can 
give all the benefits of real fuel injection 
to the American automobile anytime! 
Fuel injection pumps have always been 
fussy critters—costly to build and maintain. 


V Fuel and lubricants specialist: 
And they probably always will be. 
Precision hydraulic units require fil- 
tration as fine as two microns, and 
that dimension makes a hair look like 
a redwood log! 


Besides requiring ultra-precision man- 
ufacture, there’s about umpteen parts. In 
the past the great majority of commercial 
units have employed a separate plunger for 
each cylinder, arranged in a single casting, 
feeding measured shots of fuel to spray 
nozzles in the cylinders or ports through 
tubes. (Notice this is the layout used on 
the new Mercedes-Benz 300-SL sports 
car.) It’s a good, reliable system—but it 
just costs too much. 

Latest research in the field of low-cost 
fuel injection has taken an entirely new 
tack. They now aim to toss out those six 
or eight plunger sections and replace them 
with a single plunger section making three 
or four times as many strokes per minute 
(the pump runs at half crankshaft speed ), 
with a rotating distributor head to route 
each shot of fuel to the proper cylinder. 
The deal works much like a conventional 
ignition distributor. This is the key to 
fuel injection in Detroit. 


V John Christy: Even the single 
plunger type of pump sounds a bit 
complicated. I don’t like to second- 
guess the manufacturers, but why not 
borrow a leaf from the Hilborn book 
and use a pressure chamber with a 
return line and the original distribu- 
tor head? This would represent one 
less chain of monkey-motion parts. 
The idea is similar to the Roosa 
pump except that a return line is 
used to relieve the pump and dis- 
tributor head of excess pressure. 


Two designs of this basic type have 
recently been announced by established 
commercial injection pump manufacturers 
—the Roosa-Master model built by the 
Hartford Machine Screw Co. and American 
Bosch’s new Model PDA pump. (The 
Roosa design is now in production for 
several commercial diesel and gasoline 
engines; the . (Continued on page 52) 
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Driving around with Walt Woron 





HERE ARE FEW cars that we've 

tested that have created as much “in- 
terest or drawn so much attention as the 
new Doretti. Every place I parked the car 
a crowd would gather ‘round, poring over 
it. At stop signals, driver or passenger 
would lean out of the window of the large 
car alongside, asking the same question, 
“What is it?” The answer, “Doretti” 
would lead to another, “Italian?” “No, 
English,” would be the reply, and if time 
permitted, a further explanation to clarify 
the inevitable confusion. “It’s the same as 
the Triumph TR-2, except that it has a 
different body.” 

If there was more time, and I saw that 
they were interested, I'd explain that the 
Doretti had all the attributes of the TR-2, 
and had eliminated the disadvantages, in- 
troducing only a few of its own. It's 
another miniature bomb (slightly faster 
than the TR-2), corners as well as the 
Triumph (which is exceptional), gives 
fantastic fuel economy, is comfortable to 
drive and ride in, requires no correction 
on a straight road, has exceptional 
brakes, and above all, is fun to drive. 

Actualiy, telling people that the two 
cars. ate the same, except for the bodies, 


The Doretti proves itself: 
to be lots more than just 
a snob-type Triumph TR-2 


Photos by Tom Medley 














was a hasty explanation. The chassis is 
slightly different; the Doretti, having a 
tubular frame, is over 100 pounds lighter 
than the TR-2 (largely due to the lighter 
aluminum body, and steel doors). The 
engines are identical: four-cylinder, 122 
cubic inches, overhead valves, 8.5 to 1 
head, 90 bhp at 4800 rpm, and wet 
piston sleeves (no rebores, just replace 
them). With a stroke-bore ratio slightly 
higher than unity, this engine should give 
good reliability. (A Triumph TR-2 fin- 
ished 15th out of 58 starters at Le Mans, 
averaging 74.7 mph for 1804 miles.) 

As far as stop-signal acceleration is con- 
cerned, the Doretti will be able to give 
most cars fits. It comes out of the chute 
like the Triumph (which is faster than 
most comparable sports cars and most 
American stocks), and will actually shade 
it at the %4-mile post. We clicked off 60 
mph (actual mph, not indicated speedo 
reading, which was four mph optimistic 
at this speed) in 13.7 seconds average. 
Best time was 12.9. At the %4-mile it 
was doing 72 mph, reaching that distance 
in an average of 19.2 seconds. Best time 
was 18.8. We got these acceleration figures 
with two people (Fred Bodley and me) in 


Curb-threatened doors, lined with custom-stitched leather, have almost as much 
room in their big pockets as there is in the deck. Front-hinged hood can’t blow open 
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the car and with a full load of gasoline. 
I stayed in first gear until the engine 
revved up to 5000 rpm, snapshifted into 
second, again revved to 5000, speedshift- 
ed into third, which I stayed in till the 
end of the 4-mile. It wasn’t necessary to 
use fourth gear except above 70-75 mph. 
Incidentally, overdrive (on fourth gear 
only ) is optional for $154 extra. 

There’s no reason to suppose that fuel 
economy on the Doretti won't be as 
phenomenal as it was with the similar 
Triumph TR-2. In a quick check of econ- 
omy with the Doretti we got a tank mile- 


Removable strapped-in suitcase matches 
seats, can be opened in or out of car 
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This maneuver looks like 
great fun, but can soon 
chill your plans for the 
future if you try it in 
some cars. In the Doretti 
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age of 25.5 mpg, which includes lots of 
hard, fast driving. Even during our ac- 
celeration runs, where we have our foot in 
the throttle all the time, we wound up 
with a 17.3 mpg average! (Again, refer- 
ring to the TR-2’s performance at Le 
Mans, it made 34.7 mpg for the distance. 
At 74.7 mph average, this is spectacular! ) 

In taking corners as fast as you dare 
without risk of turning over, the Doretti 
would go into a four-wheel drift, and 
until you hit a rough spot or twisted the 
wheel more than you should, the rear 
end wouldn’t come around. You feel in 


Handsome ribbed valve cover is the only sign that this isn’t 
the completely satisfactory engine compartment of a TR-2 
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control of the car at all speeds, for a quick 
downshift and a punch at the throttle will 
invariably pull you out. 

It cruises easily at speeds of 50 to 80 
mph. Little or no wheel correction is ever 
necessary. Ride on this model was also a 
bit choppier because the car was equipped 
with racing shocks. 

Controls are all placed conveniently: 
Hydraulically actuated brake and clutch 
pedals are suspended and far enough 
apart to give you footroom; throttle is 
next to the driveshaft (which you find 
yourself resting your foot against); the 
“fly-off” emergency brake is located right 
above the driveshaft between the two ad- 
justable (fore-and-aft) seats. Legroom is 


plentiful for driver and passenger alike. | 


Where we pointed out (May 54 MT) 
that the distaff side might complain about 
the wind whipping her side in a TR-2, 
there'll be no such complaint in the Dor- 
etti because of the higher doors. The door 
is much easier to open from the inside, 
too; the handle is inside the door pocket. 
One of the disadvantages introduced be- 
cause of the different body style is the 








inadequate luggage space (if you need it). 
Where the TR-2 has a spare tire com- 
partment below the luggage compartment, 
the Doretti has one compartment that is 
almost completely filled by spare tire 
alone. It’s not large enough to hold much 
more than the side curtains, a camera 
case, other Odds and ends; however—and 
this will please the rally-goers—there’s a 
fitted juggage case on a shelf behind the 
seats large enough for a change of clothes. 

As one member of our staff puts it, 
“At its former price of $3295 there was 
serious doubt in my mind as to whether 
they'd sell many Dorettis in this coun- 
try. But, at its new price of $2980 (in- 
cluding tonneau, heater, and wire wheels ) 
it might be serious competition to some 
of the better-selling jobs.” I hadn’t known 
about the price reduction when I picked 
up the car from Tony Anthony at Motor 
Sport, Inc. (Hollywood, Calif.). I there- 
fore quoted the wrong price to everyone 
who asked what it was. I hereby publicly 
apologize; kudos to Swallow Coachbuild- 
ing and Standard-Triumph Motor Co. for 
making this necessary. 

















Put the top up, and you lose some style, quality appearance and driving vision 





Laminated-wood and punched-aluminum wheel, much good 
leather and carpet, adjustable seats, giant legroom add luxury 
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~— , year of car. NEW LOWER 


ST 95 complete pair 
postpatd, smmed. delivery 
BRIGGS Box ont 


Cedar Rapids, Iowa 
Dealer inquiries invited 











At Indianapolis, Sebring 
and Mexico, race drivers 
depend on... 


COP-SIL-LOY 


1 @ REG U © PAT. OF F.=-U.8. BFORELIGN PATE PEO 





BRAKE AND CLUTCH COMPOUNDS 
@ STOPS “FADE”, REDUCES SQUEAL 

@ INCREASES BRAKE LIFE—SAVES MONEY 

@ RESISTS WATER AND OIL 


COP-SIL-LOY is a pulver- 
ized metallic alloy, sus- 
pended in a bonding 
agent. Just roughen lin- 
ings and brush on. 
Enjoy a new driving thrill 
by treating your brakes 
with COP-SIL-LOY. At 
any speed-on any road— 
in any weather, you can 
trust your brakes to stop 
safely and smoothly, with 
less pedal pressure. 
COP-SIL-LOY 
is GUARANTEED 
Complete treatment and instructions for applying 


ABBOTT-KIPLE CO West los Anpelen 25. Cali. 


POWER PRODUCTS 
FOR ALL 
POPULAR AUTOMOBILES 
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Fuel Injection 


(Continued from page 49) Bosch pump is 
still in development, though they have 
worked with Chrysler on the old L-head. ) 
The two pumps vary in detail design, 
but basic layout is pretty well fixed, 
which would seem to indicate that there’s 
a right and a wrong way to approach this 
job! 

The Roosa feeds fuel into a metering 
(measuring ) valve with a vane-type rotary 
pump; from here it goes into the rotating 
distributor head in the center of the unit. 
Two small cam-operated plungers at the 
base of the distributor head move back 
and forth in timed strokes to develop 
pressure on the fuel; at the proper instant 
a drilled passage in the casing directs the 
measured shot of fuel to the proper cyl- 
inder through a tube. The pump shaft 
turns at half crank speed and feeds all the 
cylinders once each revolution—just like 
a distributor. 

It’s a rugged deal, durable, fairly easy 
to maintain, and is certainly just about 
the simplest and most inexpensive injector 
pump layout to build you could imagine. 
The manufacturers of this pump are confi- 
dent that the basic design, if produced in 
mass quantities with the latest techniques, 
could compete costwise with today’s big 
four-barrel carburetors. Nobody wants to 
go out on a limb right now and make 
definite dollars-and-cents predictions . . . 
but the implication is clear! Passenger car 
fuel injection is waiting to be plucked by 
the automotive capital. 

No discussion of fuel injection would 
be complete without reference to the prob- 
lems of controlling the fuel-air mixture 
ratio. To get the most out of. fuel injection 
with a spark-ignition engine, the volume 
of each little shot of fuel going to the 
cylinders must be very accurately metered 
in relation to the amount of air being 
pumped. Some engineers think this may 
eventually prove to be as tough a nut as 
the injection pump itself. It’s not a me- 
chanical problem—that is, it’s no trick to 
build a mechanism to precisely control 
the mixture . . . the headache is the fact 
that the mechanism may end up almost a 
miniature carburetor, with its extra cost. 

Several years ago when fuel injection 
was first being used on some spark-ignition 
commercial and marine engines, it was 
found that a very simple mixture control 
system, where the air throttle in the man- 
ifold is simply linked to a metering valve 
in the injector pump, would be adequate. 
Some even thought this would do for auto- 
mobiles. Today it begins to look like it 
will be a bit more complicated than that. 
The normal operating range of an auto 
engine is just too broad. For instance, an 
engine will pump a lot less air per revolu- 
tion with full throttle at 4000 rpm than it 
will at 2000; and yet if the pump meter- 
ing valve were linked to the throttle lever 
the amount of fuel injected on each intake 


stroke would be the same .. . and th 
overall fuel-air mixture ratio would fy 
different at the two speeds. 

The only answer is to somehow make 
the metering valve position correspond tp 
the weight of air being pumped. This cap 
be done by putting a venturi at the air 
intake and using venturi vacuum and static 
pressure, in conjunction with a system of 
valves and diaphragms, to operate the main 
injector pump metering valve (or vic 
versa ). 


V Automotive engineer: This has 
been done for many years on fuel 
injection aircraft engines, such as the 
Pratt & Whitney R-4360. It is bulky 

‘ and expensive, and, on aircraft en- 
gines at least, a continual mainte- 
mance requirement. 


This is a little complicated to go into 
here, but suffice it to say that it’s an idea 
similar to the all-vacuum spark advance 
mechanism used on late Ford Motor Co. 
products. 

It looks today like something along 
this line will be a must for any future 
passenger car application of fuel injection, 
Bosch is experimenting with the general 
system on their Chrysler V8 installation. 
Obviously the extra cost of this mixture 
control gizmo is an important factor that 
will have to be faced (though the actual 
air flow restriction caused by the venturis, 
with its effect on power, need not be 
serious ). 


V John Christy: There is already 
a gasoline injector of the external, 
or port type, being developed by a 
hot rodder in the San Fernando Val- 
ley (Calif.), utilizing the vacuum, or 
demand, system. Not being at liberty 
at this time to divulge any other 
information except that it has per- 
formed creditably on a blown MG 
and a stock Jaguar XK-120, the 
name must, for the time being, re- 
main confidential. We do know this, 
though: It boosted the horsepower 
of the Jaguar some 20 per cent and 
gave a gas mileage figure of nearly 
25 mpg in city traffic. Looks like 
there’s nothing new under the sun, 
even for Bosch! 


Fuel injection is definitely the next big 
step in engine design for Detroit. There’s 
a flock of new performance to be had 
for the asking here that may make four- 
barrel carburetors obsolete overnight. And 
here’s potent new ammunition for the 
“compression ratio race” that’s been brew- 
ing for a couple of years. But probably 
most important, fuel injection can give 
us more brute work out of every drop of 
gasoline we burn—and that’s always been 
a reliable measure of a new engine de- 
velopment. 


V Fuel and lubricants specialist: 
Not so! The combustion chamber 
doesn’t necessarily know how the 
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drop got there. It does count the 
drops, however. 


ind the 
ld be 
The problem is mostly one of cost. 
vy makeBigur today we have the basic design at 
ond tHand to lick even this, whenever we're 
his can ready to dig in and engineer it. 

the ait’ Maybe in two or three years . . . 

d static —Roger Huntington 


tem of ‘ sox. 

e main V Fuel and lubricants specialist: 

t vied We'll probably get them, but I don’t 
think they'll help overall economy. 

bas V/ Automotive engineer: This con- 


fuel clusion is too strongly stated. There 
the is only a slim possibility that fuel 
ulky injection is the next big step in en- 
gine design for Detroit. There is 
still too much to be gained in new 
performance from more orthodox 
measures to resort to the more ex- 
O into pensive and potentially troublesome 
n ideal fuel injection mechanism. 


nte- 


lvance 

V Chemical engineer: Undoubted- 
or Co, : 

ly a factor besides cost that has de- 
| layed fuel injection development 
along 
fucw has been the remarkably good job 
ceil that the carburetor does in meeting 
nd engine requirements at all loads and 
stiad speeds, and in idling. It’s going to 


teil take a lot of doing to overcome the 
- thal mstations of f.i., both physical and 
economic, to a point where it will 


actual 
beat out the carburetor. 


ituris, 
at be V John Christy: All things con- 
sidered, it would seem to me that 
the only practical form of f.4. is the 


d 3 a 

e: “solid fuel” type similar to that of 

. the Mercedes and on diesels. If the 

3 metering and pressure setups can be 
made cheaply enough, this method 

or : 

ty is the most feasible. One thing above 

ms all else should be remembered: fuel 


aie filtration. The f.1.-equipped car has 
G a jet or orifice for each cylinder, four, 
i. six or eight, as the case may be. If 
one jet becomes clogged with either 
dirt or water it cancels out that cyl- 
inder — period. Consequently, fuel 
d should be filtered before it gets to 
the metering device and preferably 


l 
2 also before it gets to the pump, 
s, making two filters in all. This will 


raise the cost of the total unit, but 
it is the only way that the f.1. system 
big} can be made trouble-free. As Hunt- 
ore's] ington says, it’s only a matter of time; 
had} but the f.i. system still will have 
but-| bugs, mainly in the tuning depart- 
Andi ment. Costwise, fi. can give more 
the] power for a smaller engine, reduc- 
ew-f ing the cost at that end. The extra 
bly} cost of engineering the fuel injection 
sivel system can be exchanged for the 
» of savings in the basic powerplant. 
oa Seems to me it’s worth the swap. 
e- 
NoTE: And there you have it—both sides 
of the f.i. story. By no means is this the 
conclusion, but to quote from a picture we 
’ fonce saw, “The End—of the Beginning.” 
—The Editors. 
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Best Engine 
Performance Wag 






S-M Automatic, Self- 
Adjusting, Mechanical 
Tappets Provide 





Perfect Valve Timing 

Better Gasoline Mileage 
Quietest Engine Performance 
Faster Acceleration 

Simple Installation 

Lowest Maintenance Costs 


FULLY GUARANTEED against 
defects in material and workman- 
ship for three months or 4,000 miles. Available 
for a wide range of car and truck models. 
OVER 100,000 S-M TAPPETS 
NOW IN USE 





S-M TAPPET SALES MT 
DUNEDIN, FLORIDA 


Make of My Car______- 
[_] Please send me more information. 











Name Oa cs ee nee ee 

Push Rod Address pea ee Se 

‘T . City a State __- 
ype 


















As pleasurable as Hi-Fi itself! 


A sensational new Trend Book that shows you 
how to enjoy the ultimate in music at lowest 
cost. With a brilliant foreword hy famed 
orchestra leader Les Brown, this great new 
manual has 128 pages of informative, non- 
technical features including: Definition of 
Hi-Fi... Installation Tips ... How-to-Con- 
struct Your Own Home Hi- Fi “for $150... 
Complete Rules for Maintenance. 

Advance orders are now being accepted. Send 
for your personal copy today. Mail 85¢ to a 
Trend Books, 5959 Hollywood Blvd. Los = ~~~ & 
Angeles 28, Calif. Available through your 

news-dealer after Sept. Ist. 
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Now/ 


THE WOODILL 





A TRULY AMERICAN SPORTS CAR! 


Assemble your own sports car 
for less than half the cost of a 
foreign sports car. The Wood- 
ill Wildfire is a complete kit. 
We furnish the materials and 
necessary detailed instructions 
—you furnish the labor. 


Write for detailed drawing of the 
WILDFIRE body and frame—de- 
tailed instructions on “How to 
Build Your Own Sports Car”—see 
what you get before you buy—all 
for only $2 which will be returned 
on your first order. 

See the Wildfire in “Knock On 
Wood,” a Paramount picture star- 
ring Danny Kaye. 

See the Wildfire in “Johnny 
Dark,” a Universal picture star- 
ring Tony Curtis and Piper Laurie. 
See the Wildfire as the X150, watch 
it being built, watch it win the 
“border to border” race. 

Build the Wildfire: See how easy it 
is to “do-it-yourself” and beat the 
high cost of sports cars. 


THE WOODILL 





WOODILL MOTOR CO. 
Direct Mail Division 
P.O. Box 1, Orange, Calif. 
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Taming the Auto 


(Continued from page 25) crankcase to 
be cast in one piece (Northern); nickel 
plating for decorative purposes (Oldsmo- 
bile); baked enamel finishes. 

And there were some vital behind-the- 
scenes factors at work that never got a 
headline—but without which you'd still be 
taking a trolley to work. I refer specifically 
to the sciences of metallurgy and metal 
fabrication. Let me emphasize that develop- 
ments in these fields practically controlled 
the overall progress of the automobile. A 
good example is gear manufacture. Gears 
were always a critical point on early cars. 
At first, profile grinding of gears was not 
known, and they had to case-harden the 
gear after cutting; this caused distortion 
and quick breakage. Direct hardening be- 
fore final machining was tried, but this 
didn’t give a hard enough surface to resist 
pitting and galling. Then somebody came 
up with a good profile grinder, and they 
could machine after the case-hardening. 
This is one good reason why the 1910 
car was as durable as it was. 


Mass Production 


Engineers are pretty apt to see basic 
automotive progress only in mechanical 
developments—durable gears, efficient car- 
buretors, tires, etc. They don’t always see 
the vital economic factors at work. But 
the truth is, John Q. would still be on a 
bicycle if it hadn’t been for the produc- 
tion geniuses of our industry like Henry 
Ford, William Knudsen, and Alfred Sloan. 
To build an economy on wheels such as 
we have here in America you’ve got to 
be able to sell cars at a price the man in 
the street can afford to pay—and the only 
answer to low unit cost is high unit pro- 
duction. In other words, building a 1910 
gearbox for $1.475 labor cost was just as 
important to the modern automobile as 
designing a 1910 gearbox that wouldn’t 
scatter teeth whenever you tried to throw 
a hard second. 

Mass production has been a long, tough 
road. Actually, as early as 1903 Oldsmo- 
bile was producing 4000 cars a year. But 
this wasn’t true “mass production” by any 
means; the cars were still largely hand 
built and hand fitted. The first real step 
came in 1908 when Cadillac, under Henry 
Leland, won the British Dewar Trophy 
for the outstanding automotive achieve- 
ment of the year—interchangeable parts. 
Three Cadillacs were torn completely 
down, the parts mixed, then reassembled 
from random parts and driven. 

There was no magic here; it was just 
a case of Leland’s going ahead and doing 
what bad to be done. To the production 
man, the Cadillac achievement was a mile- 
stone. It meant that cars could now be as- 
sembled quickly from parts bins without 
the time-consuming and costly hand-fit- 
ting of selected parts that had kept labor 
costs high. Within a year or two, inter- 
changeable parts—and the companion de- 


velopment of standardized parts—had 
swept the industry. 

But it took Henry Ford to make mass 
production really pay oft. Ford knew that 
interchangeable and standardized parts 
were only half the answer to low unit 
cost. It was also vital to arrange produc- 
tion facilities so that a very minimum of 
man-hours per unit were required in build- 
ing and assembling the product; costly 
materials and too much skilled labor must 
be eliminated. By pioneering this end of 
the automotive picture and demonstrating 
to the world the real possibilities of mass 
production, Ford may very well have ad- 
vanced the American auto 10 years in one 
swoop. Oh, if he hadn’t done it, someone 
else would have . . . but the pay-off comes 
to the guy who gets there “fustest with 
the mostest.” 

In 1913 he put the brilliant Bill Knud- 
sen in charge of production, and the mov- 
ing assembly line was born. By putting the 
basic component (either engine or chassis ) 
on a conveyor line and moving it through 
the various departments for successive as- 
sembly operations, labor cost was cut dras- 
tically. Total assembly time for the Model 
T dropped from 14 hours to 93 minutes, 
and production jumped to 1000 cars a 
day. (Eventually, Ford’s production of Ts 
rose to close to two million a year, and the 
basic price dropped below $300! ) 

It put America on wheels. But, mind 
you, it was not because the Model T was 
a simple, rugged car, easy to maintain, 
cheap to run; it was because Ford found a 
way to build it at a price the $14-a-week 
clerk could afford. Ford got rich and 
America found a new way of life—all 
because of mass production. 


Engineering Triumphs 


Important as production and costs were 
in establishing our early automobile econ- 
omy, they were only half the battle. In 
the early days cars were playthings of the 
wealthy. To sell the thing to John Q., you 
not only have to build down to a price, 
but you’ve got to offer him a practical, 
down-to-earth tool for utility transporta- 
tion. Certainly the car of 1910 would hard- 
ly qualify in this category. You had to 
crank it by hand, and on some models 
had to prime each individual cylinder on 
a cold engine. Furthermore, you sat right 
out in the open, or at best the covering 
was about as weatherproof as a pup tent. 
It was time for a change. 

A major step was Charles Kettering’s 
1911 development—first adopted by Cad- 
illac—of the electric starter. Prior to that, 
not just anybody could jump in and drive 
a car; you had to have the beef and the 
know-how to start it with a crank. Ketter- 
ing’s starter was the key to mass use of 
the automobile. And as soon as the starter 
was perfected, we swung to the very prac- 
tical generator-battery electrical system. 

During this period the closed sedan 


body came on the scene (though it had. 


been available for years on very expensive 
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HYDRAULIC LIFTER TROUBLES? 
Buick Dynaflow, Chevrolet 
Powerglide owners .. . ! 








N ow. you can eliminate lifter troubles 
with the new Thomas Hydraulic Lifter 
Conversion Kits. Guaranteed to increase 
gas mileage, correct hydraulic lifter noise 
and sticking, eliminate valve burning, in- 
crease power and insure smoother engine 
performance. Complete kit for Buick Dy- 
‘49-54, is just $9.50. Chevrolet 
Powerglide, ‘50-54, is $8.50. All kits in- 
clude feeler gauge and simple instructions. 
Available for immediate delivery. See 


our dealers! 


naflow, 


; Magnesium Racing Equipment 
11679 Atlantic Blvd., Lynwood, California 


rR oe. cE 
HOT RODDERS! STOP 





BLOWING UP CLUTCHES! 





Use the heavy-duty clutch designed and custom 
built to stand up under the added horsepower of 
your engine. 

“The clutch with the power-built-in.” 





CONVERSIONS OUR SPECIALTY 

HEAVY DUTY RACE CAR SPECIALS | 
} Ford 9” type—$15.25 Chev 9” type—$16.50 i 
| Ford 10” type—$17.75 GMC 10 34” type—$23.00 | 
| Prices include both cover & plate assembly. | 
| All prices are F.0.B. Los Angeles. 





For eddistonsl prices & infor. write to: 
POWER-BILT INC. 
4718 Avalon Blvd., Los Angeles 11, Calif. 
Dealer, inquiries invited. Phone AD 3-6257 








nowhere else 
under the sun 
could you ever get 


six for one! 


*see page 9 














“EVEREST” 
8-CARB 
and other ~~ 
for Dodge, 


INTAKE MANIFOLDS 


rformance modifications 
to and Chrysler V-8's. 


Mod. Bgl Modified Chrysler V-8 Heads 
jend 25e for brochure to: 
AUSTIN AUTOMOTIVE ENGINEERING, Dept. M-9 
Box 117, Temple City, California 
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models ). Stamped and welded steel bodies 
were unknown then. The manufacturing 
problems were too tough. Instead they had 
to use a costly composite construction with 
wood or steel framing and pressed (or 
hand-beaten ) panels attached. The thought 
of trying to market a low-cost closed body 
like this had the production men on their 
backs (and, in fact, it was the late Twenties 
before you could buy a sedan at a price 
as low as an equivalent open model ). But, 
what with Ford’s plan to put a car in 
every garage, the closed body had to come. 
Around 1915, closed bodies became avail- 
able on Ford Ts and some other low-priced 
cars—though at a 50 per cent price pre- 
mium—and the family car was made. 

Some other important developments to- 
ward a more useful, practical, and eco- 
nomical transportation vehicle were spiral 
bevel axle gears for a quieter ride (Pack- 
ard); efficient prism headlight lenses; 
intake manifold “hot-spot” heating for bet- 
ter mileage and throttle response (Stude- 
baker ) ; thermostatic water circulation con- 
trol (Cadillac); and steel disc wheels 
(Budd ). An obscure, but vital, innovation 
here was the first counterbalanced crank- 
shaft, on the 1916 Hudson Super Six; this 
was the first U.S. stock engine that you 
could wind over 3000 rpm all day with 
any degree of reliability. Some of the big 
boys had already tried to get real smooth- 
ness, but out of another bottle; Cadillac 
brought out a V8 in 1914, and Packard 
quickly followed with a 90-hp V-12 carry- 
ing the first crankshaft vibration damper 
(Lanchester type ). 

So by 1920 our American car was not 
only a reliable piece of machinery, but 
a practical transportation vehicle. The 
average engine hadn’t grown in size 
(around 280 cubic inches), but now had 
six cylinders, compression ratio was up 
over 4 to 1, and the average mill would 
put out some 50 hp at 2200 rpm. Carbu- 
retion had advanced to economizer valves, 
power jets, etc., but less-efficient up-draft 
flow was universal; little attention was 
paid to scientific manifold and hot-spot 
design. Lubrication and bearing setups 
hadn’t changed much in 10 years and 
neither had the chassis; leaf springs, spur 
or helical sliding-gear transmissions, and 
channel frames held sway. As of 1920, 
most cars still featured external-contract- 
ing brakes on rear wheels only—and even 
in view of the low average car weights 
below 3000 pounds and moderate cruis- 
ing speeds of 35-40 mph, brakes were 
definitely a lethal problem in those days. 

So there was still much to be done 
back in ’20. In addition to braking prob- 
lems, the ride was rough, cold weather 
operation was a nightmare, engine life 
between major overhauls was little over 
5000 miles—and no attempt had yet been 
made to design a car for style. At 20 years, 
the American automobile had hardly be- 
gun to live! —Roger Huntington 

Next month: "A Car in Every Garage” 
(1920-1933). 








QUICKLY -- EASILY -- RIGHT} 






HETHER you're a_ beginner 
or an expert mechanic, now 


you can “breeze through” any 

‘fix-it’? job from simple carbure- 

tor adjustment to complete over- 

haul. Just look up job in index 

of MOTOR’S Big Brand-new 

Auto Repair Manual. Follow sim- 

ple step-by-step directions, clear R 

pictures. Presto—the job is done! E ae 4 
No guesswork! MOTOR’S MAN. 

UAL takes you from “scratch.” MAN UAI 

Shows WHERE to start. WHAT 

tools to use. Covers EVERY Berea sesmeneconae” 

job on every car built from 1940 

through 1954! 


Everything You Need to 
Know “Boiled Down’’ 
from 140 Official Shop 


Manuals 

NEW, REVISED, ENLARGED 
Edition now contains the ‘‘meat”’ 
from over 140 OFFICIAL shop } Covers 685 Models 
manuals, simplified for you. All These Makes 
22,598 essential repair specifica- } gyjc, Kaiser 
tions on 685 chassis models. 1000 § Cadillac Lincein 
big pages. More than 2,950 ‘‘this- Chevrolet Mercury 
is-how™ pic tures. 225,000 service Soca - bile 
and repair facts. Leads beginners De Sete Packard 
every step of the way. Time-sav- § Dodge 
ing factory repair procedures for } Ferd Pontiac 
experts. Instructions and pictures } Frazer Studebaker 
so clear you can’t go wrong. Used leary J Willys 

le : Hudson 

by U.S. Army and Navy. 7 

Try Book FREE 7 Days mn a 
SEND NO MONEY! Pay postman _ 














nothing. Make man- [§ome FREE Offer on MOTORS 
ual show you what]  Tryck and Tractor Manual 
it’s got. Unless you}! Govers EVERY job on EV- 
agree this is the ERY popular make gasoline 
greatest time and truck, tractor 
work saver you've made from 
ever seen, return 1946 thru 1954 a 
book in 7 days and FREE 1 - Day 
pay nothing. Mail Trial. Check 
coupon TODAY! proper box in 

coupon. 





MAIL COUPON NOW FOR 7-DAY FREE TRIAL 


MOTOR BOOK DEPT. 

Desk 50J, 250 W. 55th St., New York 19, N.Y. 
Rush to me at once (check box opposite book you 
want): 

oO MOTOR’S New AUTO REPAIR MANUAL. If O.K., 


will return the book t ia i be? Bo ms ; 
e postpa: n la Foreign 
price, remit $9 cash with order.) 


MOTOR’S New TRUCK & TRACTOR REPAIR 


ys, 
plus 35c delivery 
al payment. Otherwise I will return 
k etedad in 7 days. (Foreign price, remit $10 
cash with order.) 
Print Name. 


Address..... 


City.. State...... 

oO Check ‘box and save , 38e delivery charge by en- 
closing WITH coupon entire payment of $6.95 

for Auto Repair Manual (or $8 for Truck & Tractor 

Repair Manual). Same return-refund privileze. 
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Protect Dual Exhaust Systems 
with PROTECT-O-TIPS .. . 











NOW you can eliminate dual tail pipe and 
muffler damage with these functional tip- 
wards. Protect-O-Tips are ideal for custom and 
. lowered cars . . . serving as a guard against 
“scraping” and “dentina” when driving over 
rough roads or steep inclines. Protect-O-Ti 


also prevent bumper damage caused by back- 
ing into curbings or pulling heavy trailers. 





This unique tail pipe tip and roller guard com- 
bination fits on your dual exhoust tail pipes. 


Price $15.95 ppd. per pair. 


This bumper roller 
guard bolts onto your 
bumper and protects 
the dual exhaust tips 
as well as rear bump- 
er. Price $12.95 ppd. 
per pair. 








PROTECT-O-TIP 
P.O. Box 44694 Hancock Station 
los Angeles, California 














FOR THE CAR THAT 
REQUIRES SOMETHING 


DIFFERENT iw 
RIDE CONTROL 









AJUST(Q)MATIC 










@ More compression control. 


®@ Adjustable to three positions 
of rebound control. 


@ You can select the position 
that suits you best. 


Write for complete details to: 


- 
THE Geb UL comonn 


1148 Euclid Ave., Cleveland 15, Ohio 









PORTABLE GARAGE 


HEAVY GAUGE VINYL PLASTIC 


FORMER 

PRICE $10.00 

USE IT ANYWHERE! 
10-Day Money Back Guarantee 
cor goes * Folds compactly 


$c oe 
© Keeps rain, ?, sun away * 
structed 


Protects your car's 
finish © Durably con: of vinyl plastic ¢ Nylon 
threads for extra security * Spring-tite elasticized 
bottom « Fits all models * Direct from manufacturer 
* Enclose $6.75 + 35¢ postage, or sent C.0.D. 
EXTRA HEAVY PLASTIC GARAGE 
£8.75 + 35¢ Postage * Former Price $12.00 
MARDO SALES CORP. Dept. PG-17 
480 Lexington Avenue * New York 17, N.Y. 
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| AN MT RESEARCH REPORT 


O MANY OF US, the introduction of 

new motor oils is as startling as the sud- 
den rash of gasolines being set forth under 
colored banners and catchy slogans (see 
“Petrol Puzzle,’ MT, Aug. '54). But it’s 
really not as befuddling as the gasoline rid- 
dle; to understand the purposes of the new 
multi-grade oils, all you need is a_ basic 
knowledge of oil classification. In short, 
when you pick up a can of motor oil, you 
see on the top, “SAE 30,” say, or “SAE 5W- 
20”; this means that the Society of Automo- 
tive Engineers has classified the oil by its vis- 
cosity, and it’s this viscosity rating that gives 
you the key to the whys and wherefores of 
the new oils. 

What's viscosity? Basically, viscosity means 
thickness. But how do you measure the 
thickness of slicklv-fluid oil? Utilizing what's 
known as the Saybolt Universal Viscosi- 
meter, lubrication engineers measure the 
length of time it takes a certain type of oil 
to pass through an opening of standard size 
at a given temperature. The quantity of oil 
used in the test is 60 cc—about two ounces— 
and the time is measured in seconds, referred 
to as Saybolt Seconds. 

Oil, according to its intended use, is classi- 
fied for SAE designation purposes at either 








zero or at 210°F. (Cold-weather oils, identi- 
fied by a “W” following the grade number, 
ire classified at zero, heavier oils at the 
hieher temperature.) In some cases, a con- 
verti nal oil can be classed as double-duty; 
SAE .0-grade oil, for example, has no zero- 
- requirement, yet some oil products 
rated as 20-grade can meet low-temperature 
demands, and can be labeled legitimately as 
SAE 20W. 

In making a viscosity test, engineers im- 
merse a 60 cc tube of oil in a liquid bath, 
carefully maintained at the desired test 
temperature. Then a stopper is removed 
from the tube, and a stop watch ticks off the 
exact time it takes the oil to drain into a 
test flask below. What the test means is 
this: A heavy oil requires more seconds to 
flow from the tube. This oil would have a 
high viscosity; therefore, the higher the 
number of seconds shown in a_ viscosity 
table, the heavier or thicker the oil will be 
at a given temperature. 

Viscosity index is another factor in classi- 
fying movor oils. An oil that changes little 
through varying heat ranges would have a 
high viscosity index number. A less stable 
oil, an oil with molasses-like characteristics 


Do the terms SAE 5W-20 and SAE 10-30 confuse you? 
What about viscosity? Here are the answers to 
these questions and others, in a discussion of . ., 


Multi-Grade Motor Oils 


By Jim Lodge 
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(thin when heated, thick when chilled)[faves a 
would have a low or poor viscosity indergoils. “M 
rating. This factor, referred to as an oil'spill the | 
V.1., is of prime concern to the motorist. fication. 
As you can probably surmise from theggtade oi 
new oils’ numerical designation (SAE 5W.§sandards 
20 or 10W-30), multi-grade oils cover afw serve 
spread of service normally handled by ff20 ratin 
number of oils ranging from SAE 5W and§Mobiloi 
10W to SAE 20 and 30. Esso Standards... Oil 
“Uniflow,” a 5W-20 oil, for example, is afPlace of 


multi-grade oil with an operating range tha§ Union 
enables it to replace many conventionalfoher of 
grade oils. It has the properties of grades olfftoth 5-2' 
oils covered by its designation at tempera§/-20" ha: 
tures ranging from 0° to over 210°. As Esso’, and | 
puts it, “A new-car owner can drive from@SAE 20-s 
Maine to California at any time of the yeatfshows thi 
with full confidence that it [“Uniflow’}ind the p 
will always protect his engine.” This is 

Another new high V.I. oil is “Permalube,§rhich tyy 
a 5W-20 oil produced by Standard Oil offdears up 
Indiana. Standard points out that only #Use Roy 
handful of manufacturers recommend a 30Jnew car 
grade oil for temperatures above 32°, andp0W oil 
that only Hudson, Packard, and Willys rec§mends its 
ommend SAE 30 for temperatures abovepr old, t 
90°F. Like other multi-grade oils, Standardor lighte: 
“Permalube” is designed to provide quitifuins bas: 


starting when the engine is cold (and whenjother mu 
the oil would normally be thick), and You'll 
maintain proper viscosity after the engi nt, 

reaches operating temperatures. “Permalubegrade” oi 
5W-20 is recommended by Standard for usfthe new 
where extremely low temperatures are enfilte) serv 


countered. (However, for all-year operationfping up 
in more moderate climates, and for betteiflind them 
market coverage, the company now supplies’ manu 





a 10W-30 motor oil.) bf the let 
If you need a heavier-grade oil, an oil recs follows 
ommended, as above, by the manufacturtifar use; tl 
for hot-weather use, or an oil more suitabléfine engit 
for older engines, the SAE 10W-30 oils wilflight serv: 
serve your needs—with room to  spaftfttate serv 
“RPM 10-30” motor oil, a product of Standfis designe 
ard of California, provides a good exampléfere, heav 
of the duties of the heavier-weight, multi# Discuss; 
grade oils. Compared to regular SAE 10 multi. 
and 30-grade oils, this flexible 10W-30 oilftory. All 
has a lower viscosity rating at 0°, an tep your 
between rating at 100°, and a high ratiffethers ha 
at 210°, providing the desired properties ind nearl 
the conventional oils serving each of thoMfubricatior 
heat ranges. “RPM 10-30" also shows @ be able 
higher viscosity rating at high temperatuft%ertain ga: 
than a sampling of some. conventional SAMy alterin 
30 oils it can replace. (The end 
Motor Tret@#eptember 













Socony-Vacuum’s “Mobiloil Special” mo- 
mr Oil, a specialized SAE 10W-20W-20 
product, also covers effectively the ranges 
formerly catered to by many conventional 
ou? ails. Its viscosity characteristics achieve a 
fiding-scale effect when tested against the 
other lubricants. Its high V.I. indicates its 
yefulness through all heat ranges. 

. eof In developing a 10W-20W-20 oil, So- 
wny-Vacuum decided to “forget SAE num- 
lets entirely and make an oil that would 
ave the oil consumption characteristics of 
in SAE 30 oil and then cross-grade it down 
s far as practical to provide easy starting 
characteristics at very low temperatures.” So- 
way expresses the conviction that neither 
heir Company nor any other organization 
‘knows how to make a balanced, truly prac- 
cal and economical SAE 5W-30 oil’; this 
illed) faves a breach between 5W-20 and 10W-30 
inderfuils. “Mobiloil Special” is compounded to 
. oil'sill the breach with its 10W-20W-20 classi- 
st. (ication. Yet Socony-Vacuum feels its multi- 
n theggrade oil comes satisfactorily close to SAE 
5W-fsandards, particularly at low temperatures, 
ver ago serve in a capacity beyond its 10OW-20W- 
by a§20 rating. To bear this out, each can of 
7 anif'Mobiloil Special’ carries the words, ‘This 
dards... Oil Is Also Recommended For Use in 
. is agPlace of SAE 5W and SAE 30.” 

© tha’ Union Oil Company of California is an- 
ional other of the companies currently producing 
les offoth 5-20 and 10-30 oils. Its “Royal Triton 
rpera f5-20" has the same viscosity as SAE 5W at 
; Esso’, and the same viscosity, or thickness, as 
from§SAE 20-grade oil at 300°. Union’s 10-30 oil 
> yeatfthows the qualities of SAE 10W oil at 0°, 
low’ |Iind the properties of 30-weight oil at 300°F. 
This is all very interesting,” you say, “but 
ube,"Fvhich type should I use in my car?’’ Union 
il offdears up this oft-asked question by stating, 
aly Use Royal Triton 5-20 motor oil with any 
a 30fnew car that normally uses an SAE 20 or 
_ and0W oil or lighter.” The company recoim- 
; recdmends its 10-30 oil for “. . . any car, new 
abover old, that normally uses a 30-weight oil 
jardor lighter.” This clear-cut explanation con- 
quiduins basic rules which can be applied to 
whenpother multi-grade motor oils. 

id ty You'll find that the multi-grade oils (at 
ngi mt, they're all considered “premium 
lube'fgrade” oils) are compounded to adhere to 
r usithe new API (American Petroleum Insti- 
> enfute) service ratings. These ratings are crop- 
atiojping up more and more (you'll probably 
etteifind them mentioned in your new car own- 
»plieiers’ manual), so here’s a brief explanation 
bf the lettered ratings. The API codes them 
ts follows: The prefix “M” stands for motor 
lar use; the three types designated for gaso- 
ine engines are ML, an oil classified for 
ight service, MM, an oil qualified for mod- 
te service, and MS, a lubricant which 
is designed tor and must stand up under se- 
, heavy-duty service. 

Discussion of the viscosity qualities of 
the multi-grade oils is only a part of the 
tory. All the new oils contain additives to 
eep your engine’s inner surfaces clean. Still 
infthers have special low-friction additives, 
Mand nearly all claim better hydraulic lifter 
lubrication. Many of the new oils are said 
0 be able to reduce the harmful effects of 
MKertain gasoline additives (a vicious circle! ) 
by altering combustion chamber deposits. 
(The end result, of course, is to reduce ping 
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or knock—thereby reducing your engine’s 
octane requirements. ) 

Every oil company offering a multi-grade 
motor oil can show you laboratory or road 
test findings proving you'll save gasoline by 
using the new oil. Without discussing the 
details of these tests, MT’s editors are in- 
clined to consider the results valid, for it 
stands to reason that an oil that can con- 
form to your engine’s needs under any given 
temperature should produce favorable oper- 
ating conditions. The oil companies contend 
that the increase in around-town fuel econo- 
my and generally more efficient engine oper- 
ation will more than compensate for the 
cost (usually about 60 cents a quart) of 


switching to their new multi-grade oils. 

We'll leave the question of additives in 
your hands; once again, as outlined in last 
month’s article on the new gasolines, only 
you can decide which type works best in 
your particular car, under your particular 
driving conditions. You can follow the car 
manufacturer's recommendations for the 
proper-weight oil for use in your car. 

One positive virtue comes out of this 
motor oil survey: multi-grade oils will ap- 
peal to the absent-minded-professor-type mo- 
torist, who won't have to remember to 
change to a heavier or lighter oil to suit the 
seasons. The multi-grade lubricants are def- 
initely year-round motor oils. 
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CONNECT TO WHEEL CYLINDERS 
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CONNECT TO MASTER CYLINDER 
«++ AND THE JOB’S COMPLETE! 








Those Who Know 
Power Brakes 
Choose Midland! 


There’s no need for you to postpone the thrill and satis- 
faction of power brakes until you get a new car. MID- 
LAND .. . for over a generation manufacturer of the 
finest in power brake equipment for trucks and buses 
. .. now makes the best in power brakes for your present 
car ... available in complete kits at surprisingly low 
cost. Quickly and easily installed on any car, from the 
smallest to the finest on the road today. So check the 
yellow pages of your telephone book for your nearest 


MIDLAND distributor (or write the factory direct) and 
see him about MIDLAND Power Brakes for your car! 


THE MIDLAND STEEL PRODUCTS COMPANY 


3641 E. MILWAUKEE AVE. * 


DETROIT 11, MICH. 


Export Department: 38 Pearl St., New York, N. Y. 
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EW CLASS NEEDED. Very much 

out in the cold, as usual, were the 
interesting 1500 to 3000 cc cars at the 
Torrey Pines (Calif.) races July 3 and 4. 
A setup that required them to top their 
class in the qualifying heats in order 
even to get near the main event was re- 
sponsible, but let’s hope it will point up 
the fact that this is a basically unfair setup 
for the enthusiastic semi-amateurs who 
own TR-2s, Austin-Healeys, etc. Torrey 
was also the scene of a major upset when 
Bill Pickford, in his Jag Special (very 
special, that is) bided his time and even- 
tually picked off favorites Bamford (Al- 
lard), Daigh (Kurtis-Lincoln), Stroppe 
(Kurtis-Mercury ), and Miles (Troutman- 
Barnes Special). He appeared to be aided 
by a malevolent fate that blew the head 
gasket in Miles’s car and canceled out 
Stroppe’s second gear. Spectators, at least, 
benefited from Stroppe’s mishap because 
it led him to present them with some tru- 
ly spectacular slides in the corners. He al- 
so made the fastest time through the traps 
—a scorching 123 mph! 
TALE OF TWO RALLYES. About the 
most dramatic announcement possible for 
next -November’s Second Annual Great 
American Mountain Rallye was the excited 
departure for Europe (all expenses paid ) 
of last year’s winners, Stewart Blodgett and 
Egbert Ayres, from Idylwild Airport 
(N.Y.). Also, as part of their win, their 
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Among the odd cars at Torrey Pines, H. H. Johnson’s Abarth 
was outstanding. The little 1250-pound speedster has a 
Vignale body with a trim belly pan, Ford and Porsche parts 





By Pete Molson 


entry was paid in the '54 Alpine Rallye. 
More about their showing (in the new 
TR-2 they picked up in England) next 
month. To get back to our shores ahead of 
them, this year’s winners of the GAMR 
will get a similar trip. Before you flip your 
lid, let us say that this event means some- 
thing of a full Thanksgiving weekend. 
With AAA and F.I.A. (Fédération Inter- 
nationale de l’Automobile) sanction, it 
covers some 1100 miles through New 
York and the New England states. But we 
don’t want to discourage anyone. For a kit 
containing all information, send 50 cents 
to the Motor Sports Club of America’s 
GAMR Committee, 184 East 93rd St., 
New York 28, N.Y. The 50 cents even 
comes off your entry fee if you follow up. 
BRUISES IN BELGIUM. The long, fast, 
and beautiful woods of Spa Francorchamps 
were host this year to an unusually battered 
lineup of contestants in the Belgian Grand 
Prix. Among them were Giuseppe Farina, 
his arm still in a cast from wrecking his 
first 54 Ferrari at Le Mans. His second 
didn’t do him much better: After 15 laps, 
the Ferrari’s rear axle went and forced 
him out. Mike Hawthorn, still so badly 
burned from his Ferrari’s crash earlier 
this year that he was turned down for mili- 
tary service (to his enemies’ ill-concealed 
annoyance ), fared little better. He pulled 
the Ferrari in after 19 brutal laps with a 
broken exhaust system that poured heat 











Photos by ter Nehams 
Here Lloyd Campbell tightens a cylinder on the flat-fourt 
two-cycle McCulloch drone plane engine that took over from 
the $8000 aluminum Abarth’s original Cisitalia powerplav 


and fumes ‘into the cockpit. He fainted 
over the wheel, and after repairs his ¢o. 
driver, José Froilan Gonzalez, took over 
to come in fourth. Among the other hal 
and lame entrants were Stirling Moss, who 
brought his Maserati in third in spite of ap 
attack of boils, and Paul Frére (Gordini) 
somewhat unsteady from food poisoning! 
All this sounds (correctly ) as though Juan 
Manuel Fangio didn’t have too tough a 
job winning his second Belgian G.P. and 
in claiming the fastest lap of the day 
(119 mph) in his rapidly tiring Maserati, 
Only seven cars in all finished the 320. 
miler this year. 

BRITONS IN FRANCE. Three Jags of 
the new competition model beat all comers 
to win first, second, and third at the Reims 
12-hour race. First (with an average of 
105 mph for the 1231-mile course) were 
Peter Whitehead and Ken Wharton; again 
bridesmaids, as at Le Mans, were Tony 
Rolt and Duncan Hamilton. America’s 
Masten Gregory drove a Ferrari to plac 
fourth, and Briggs Cunningham and Sher. 
wood Johnston brought the Cunningham 
in fifth. The strange-looking Bristol 450s 
took second, third, and fourth in their 
(two-liter ) class, adding to their laurels a 
Le Mans, where theirs was the only team 
to finish. 

THE MEXICAN CRYSTAL BALL, A 
glance into this rather clouded sphere te- 
veals clearing weather for forecasting. The 
big sports category looks as though it will 
be the exclusive property of Mercedes and 
Lancia. Both factories will spend their te. 
maining time before the race in pre-race 
work that will make former years look 
like pikers. All will not be smooth sailing 
for them, though, since the bugs have by 
no means disappeared from their competi- 
tion cars. Lincoln will again be top favorite 
among the production models, but both 
a Cadillac and a Buick are being cautiously 
put forward. Paco Ibarra de Estrada looks 
like Mexico’s favorite son in this year's 
Pan-American. 
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By Gordon Wilkins 


HIS SMALL, beautiful, and _ high- 

spirited Alfa Romeo appears first as 
a coupe. Two famous coachbuilders, Ber- 
tone and Ghia, work together on the body. 
Bertone does the metal work, Ghia the 
paint and trim. 

The one I tried on a run over the 
twisting roads in the hills above Turin 
was immaculately finished. Inside the tiny 
body there is ample elbowroom and 
enough headroom if you don’t wear a hat. 
Legroom is exceptional. The wheel is 
far enough away to permit quick work on 
corners but not as far as on a Ferrari. 
Instruments include, among others, a rev 
counter and an oil temperature gauge. 
Pedals are placed for simultaneous use of 
brake and accelerator. The column shift 
works well. 

First big surprise as I headed down 
the Po Valley for the hills was the re- 
markable ride, exceptionally comfortable 
for a small sports car but with no discern- 
ible roll on corners. Second surprise was 
the low noise level. The little engine sends 
the tachometer spinning smoothly around 
to 5000 rpm without splitting the ear- 
drums. Third outstanding feature is flexi- 
bility. Alfa Romeo engineers lack some 
interest in low-speed motoring, but I 


MT PREVIEWS He 


. Alfa Giulietta 


was surprised to find that the Juliet would 
roll quietly along at about 10 mph in 
high, and then move away smoothly when 
I kicked the throttle. This makes it a 
dual-character car. A two-piece propeller 
shaft is used, with a rubber shock-ab- 
sorber behind the gearbox. 

Acceleration in the gears guarantees 
that it is going to be one of the out- 
standing performers in the 1300 cc class; 
acceleration in high from 60 mph up is 
exceptional. The claimed top speed maxi- 
mum is 100 mph, and the weight is only 
1760 pounds. 

Cornering is excellent and the classic 





four-wheel drift comes naturally. The 
front brakes have helical cooling fins. Be- 
hind the front seats is occasional space 
for two people or fair luggage space for 
a long trip. The tail panel, complete with 
rear window, swings sideways to reveal 
spare tire and tools. 

The four-cylinder engine with twin 
overhead cams (chain driven) gives 65 
bhp at 6000 rpm with a displacement 
of only 1290 cc (78.7 cubic 4nches) and 
fits nicely into the new international 
category for sports cars up to 1300 cc. 

The Italian price “is expected to be 
about $3100. 








For real get up and GO/ 





@ 30 gallons per hour. 

@ Helium sealed. 

@ Prevents vapor lock. 

@ Better cold weather starting. 


@ Built-in pressure release—no flooding. 


@ Instant hot weather re-starts. 


@ Only 7 watts power at maximum fuel delivery. 
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BENDIN, ELECTRIC 
FUEL PUMP 


Here is the answer to greater power and faster acceleration. 
Get the jump on the other fellow by installing a Bendix* 
Electric Fuel Pump. It delivers more gallons per hour, is easier 
to install and gives “less cost per mile’ operation. It’s the 


performance-proven, lightweight, compact electric fuel pump 
designed and manufactured by Bendix, foremost supplier to the 
automotive industry. Sold by independent garages and service 


stations. Write for illustrated folder. 


*REG. U.S. PAT. OFF. 


Sold in Canada by Bendix-Eclipse, Ltd., Windsor, Ont., Canada 
ECLIPSE MACHINE DIVISION Bendp 


ELMIRA, N. Y. 


Aviation ConPoRaTION 
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FIBERGLAS*® 
Packed MUFFLERS 





give you TOP PERFORMANCE — 
GREATEST ECONOMY-—MATCHLESS 
: MELLOW TONE 







FIRST Fully. Engineered — 
FIBERGLAS* PACKED MUFFLERS 


Feature for feature, new Grand Quiet- 
tone Fiberglas* Packed Mufflers out- 
match, outperform and outlast ordinary 
glass packed mufflers. Engineered and 
designed for maximum horsepower in- 
crease and greater gasoline economies 
as a result of an absolute minimum of 
back pressure. Quiet-tone Mufflers do 
not produce disturbing sound vibra- 
tions within the automobile . . . only a 


soft pleasing tone is emitted from rear 
of tailpipe. 

Sound level meter readings prove how 
effectively Grand Quiet-tone Mufflers 
control sound and tone. 






hand-tone 
High Efficiency 
STEEL PACKED MUFFLERS 


Grand-tone Steel Packed Mufflers are 
scientifically designed, developed and 
tested by one of the nation’s foremost 
research laboratories to guarantee high 
efficiency and long lasting quality. Rev- 
olutionary new high velocity and tone 
control venturi rings plus straight 
through construction ensure a substan- 
tial increase in horsepower, maximum 
gas economy and deep, distinctive tone. 


*Fiberglas (Reg. U.S. Pat. Off.) is a trademark of the 
Owens-Corning Fiberglas Corporotion. 





GRAND AUTOMOTIVE PRODUCTS 
2055 W. Ruby Street » Melrose Park, II Dept MT.9 
Division of Grand Sheet Metal Products Co. 
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“54 Kaiser Road Test 


(Continued from page 21) prestige; 
whether they deserve it is something else. 
Many Kaiser features are not available else- 
where at any price. Among these are the 
supercharger, super-quick steering, and 
true distinction. Interior room is ample, 
and the car is put together with no -loose 
ends. So it ends up as a good family car 
with a refreshing quality to it; a good 
trade-in offer could make it a good buy 


for you. 
—Pete Molson 


GENERAL SPECIFICATIONS 


ENGINE: L-head, in-line six with McCulloch super- 
charger. Bore 3.31 in. Stroke 4.38 in. Stroke/bore 
ratio 1.32. Compression ratio 7.3 to 1. Displacement 
226.2 cu. in. Advertised bhp 140 @ 3900 rpm. Bhp 
per cu. in. 0.62. Piston travel @ max bhp 2844 ft. 
in. Max bmep 143.5 psi. Max torque 215 


@ pm. 
DRIVE SYSTEM: STANDARD transmission is three- 
speed synchromesh using helical gears. RATIOS: 
Ist 2.57, 2nd 1.55, 3rd 1.0, reverse 3.49. AUTO- 
MATIC transmission is Hydra-Matic, fluid coupling 
with gears. RATIOS: Ist 3.82, 2nd 2.63, 3rd 1.45, 
4th 1.0, reverse 4.3. OVERDRIVE transmission is 
planetary with standard gears, minimum cut-in 
speed 24 mph. RATIO: 0.7. 
— AXLE RATIOS: Standard 3.91, 
3.31, Overdrive 4.55. 
DIMENSIONS: Wheelbase 118.5 in. Tread 58 front, 
59 rear. Wheelbase/tread ratio 2.0. Overall width 
75 in. Overall length 216 in. Overall height (empty) 
60 in. Turning diameter 38 ft. Turns lock to lock 3. 
Test car weight 3670 Ibs. Weight distribution 56% 
front, 44% rear. Tire size 6.70 x 15 


PRICES 
(Including suggested retail price at main factory, 
federal tax, and delivery and handling charges, 
but not freight) SPECIAL, four-door sedan $2389, 


Hydra-Matic 


four-door 


Pa 


a et age $2334; pc ange = by 

$2670, two-door sedan $2617 
ACCESSORIES: Supercharger standard on 
models, Hydra-Matic $178, overdrive $106, power 
steering $131, radio $89, heater $68, whitewalls 
(exchange) $22. 


ESTIMATED COST PER MILE 


(The Estimated Cost per Mile is given for compara. 
tive purposes and is intended only as a guide to 
the cost of operating a particular car. To provide 
this comparison, Motor Trend has taken into consid. 
eration all factors affecting operating costs and 
ownership costs. All figures given are the average 
costs nationally. For complete explanation of our 
method of determining the various figures, see 
“What It Really Costs to Operate Your Car’ in 
July ‘54 MT) 


OPERATING COSTS: 





Gasoline $182.00 
il 13.95 
Lubrication 16.50 
Oil filter 1.80 
Wheel alignment and balancing 12.20 
Brake relining -~ adjustment 12.37 
ajor tune-up 12.25 
WHAT IT costs PER MILE 
TO RUN 2.5¢ 
OWNERSHIP COSTS: 
Sales tax and license fees $ 79.95 


Insurance 157.40 

Estimated depreciation 
WHAT IT COSTS PER MILE 
N 


TO OW! 
TOTAL PER MILE COSTS 
IF YOU PAY CASH 
Finance charges 
TOTAL PER MILE COSTS 
IF YOU FINANCE 


PARTS AND LABOR COSTS 


(These are prices for parts and labor required in 
various repairs and replacements. Your car may 
require all of them in a short time, or it may 
require none. However, a comparison of prices for 
these sample operations in various makes is often 
of interest to prospective owners. First price is for 
parts, second for labor.) 

Distributor $16.46, $1.60; battery $20.95; fuel pump 
$15.00, $2.00; valve grind $3.32, $28.00; one front 
fender $40.51, $16.50; bumper $90.50, $2.50; two 
tires $42.44; Total parts $229.18, labor $50.60. 


12.6¢ 


15.1¢ 
130.00 


16.4¢ 





Mayhem in Stall 51 


(Continued from page 19) lots are liable 
for return of your car, its tools, tires, and 
accessories. But other articles must be 
plainly visible. Leave a camera in the 
front seat and you could probably collect 
should it be stolen. But cache a diamond 
ring in the glove compartment, and unless 
you specifically told the attendant about 
it, you'd be out of sparklers. 

What happens if you overstay the lot’s 
closing time and your car is stolen? Most 
lots disclaim responsibility. But the courts 
don’t always see it their way. 

Philip Sandler, a Bostonian, turned his 
car and ignition keys over to a Massa- 
chusetts attendant. 

Sandler, busy with shopping, called for 
his car at 6:15. The attendant had closed 
up promptly at 6:00 P.M. During the in- 
tervening 15 minutes, someone copped 
Sandler's car. Sandler sued for negligence 
—and won. The lot’s operator said it was 
all Sandler’s fault. He should have read 
the contract printed on his. parking stub. 
Pshaw, said the judge, who ever reads a 
parking stub! The crux of the thing: The 
attendant was negligent in leaving the 
keys in the ignition, for he granted equal 
access both to the owner and to the thief. 

Next time your car’s mangled on a lot, 
and the attendant huffs and puffs about 
nonresponsibility, tell him to go peddle his 
stripped gears. If he’s proved negligent, 
he’s liable, so consult your lawyer. 


But let the judge, not your fists, settle 
matters. Take the case of the quick-tem- 
pered Californian who had a falling out 
with a lot man. The motorist claimed he 
was overcharged (in this, he has plenty 
of rooters). He refused to pay and pre- 
pared to drive off. But the attendant, a 
quick thinker, snatched the keys. The mo- 
torist, deciding that might made right, 
let go with a haymaker that fractured the 
attendant’s right cheekbone and left him 
sprawled upon the pavement. 

In the suit for assault and _ battery 
which followed, the court rightfully award- 
ed the attendant $1500 damages. Then, 
with tongue in cheek, the judge conceded 
that while the owner might have a right to 
take his car, he obviously had “resorted to 
more force than was reasonable, necessary, 
or proper.” 

Probably an attendant best summed up 
the friction that has grown up between 
parking lots and their customers. “We do 
our best,” he said, “but you can’t expect 
us, hurried as we are, to treat your caf 
as you'd treat it yourself.” 

No sensible motorist would. But there 
are limits—and 
binds both parties equally from the min- 
ute you're given the claim check. But 
don’t let this be the only check involved 
in this casual, but important transaction: 
Check your car carefully when it’s gunned 
out of Stall 51 and brought to a spring: 
creaking stop at the attendant’s office. 

—James Joseph 
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THIS AD IS WORTH #150. 


Here is another plus 


TO YOU! 


for members of the 


BACHELOR CLUBS 


of AMERICA 
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« of ANYONE of | & IMPORTED CARS 
New 1954 MODELS 


AT $150 CASH SAVINGS 


2 DOOR and 4 DOOR SEDANS 
SPORTS - CONVERTIBLES ¢ RACERS 
Smartest European Desigue 
aud Colors! 
Indicate your selection 
on this coupon 


MAIL THIS "150 SAVING COUPON 


BACHELOR CLUBS OF AMERICA I 
National Headquarters, H 
1733 Broadway (the Buick Building) i 
! 
I 








New York 19, N. Y. 


I ik sic: cations eat assets ih aiemeat aa asad ead dduaadanasa acai aed miaenie a Age:...... i 
AMOS: . oc cece carer cccccccveresercesssesseessesseeeeeeseseseees 1 
GEA sid ee cwccrciccssecscccoscecnce Zone:......+ Bales. ccccscceceses 
Business or School Affiliation:.........ccccccccccecccvercesccseseesess I 

1 om interested in Buying:......ccccccccccccccsccccccccccccccccscesess 
as fbi ovisc ct ts tneteerds sad cinnd MODEL: 0... ccccccccccccces ! 
Ai cc dino ssl cums mi em i li ci cite iio les cD ieas ecaapennaa J 
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Your ignition can have a BANDIMERE TIM- 
ING SELECTOR too! Just a turn of the dial on 
your dash quickly adjusts timing for peak ac- 
celeration, smoothness, octane, and changes in 
altitude. Precision cast and machined from finest 
aircraft aluminum. Fits under dash, connects to 
distributor, easy to install. Sparks any car's 
performance. 





PPD. Send check or money 
order TODAY! $2 deposit for 
C.0.D.’s. Specify make and 
year of car. FULLY GUARAN- 
TEED. 


NATIONAL MOTOR PRODUCTS 
Dept. 9, 2300 Guardian Bldg., Detroit 26, Mich. 





ONLY 


$1 4.75 
= WELDER 


ay 


Acclaimed by thousands of 
stock, hot rod and customizing enthu- 







CUT 
ve 


Comptetewith siasts as the welder of 1001 uses. 
Tero wbon Are Easily operated trom properly wired 
cessories...te 110 voit AC s DC line. The p 
handte ali inetal- gift with 2 Mi e-long use der 
craft work. > on > ~ecew back guarantee 


Literature on larger equipment on request 
FOUR-WAY WELDER COMPANY 
1810 S. Federal St., Chicago 16, Ill. Dept. F27-J 


LEOPARD and ZEBRA SEAT COVERS 





BUY DIRECT FROM FACTORY 


Give your car that breathtaking 
custom look with these smartly. 
tailored seat covers. A complete % 
front and back set in heavy, simu 
lated Leopard Skin and Zebra Hide. 
Only $35.95 (for trim, $5.50 yd., 54” 
wide). When ordering specify year, 
make and model of car. Send smaii 
deposit—balance C.0.D. 


KLEINMAN‘S 
Dept. M-26 
4264 Woodward e Detroit 1, Mich. 














a NOW!—an MG Turn Signal 
flashes front & rear—night or day 











Ne light modifications! Uses wing-light ond stop- 
light filaments — enaaaene & 
flashing. Kit is complete; includes knob, chrome- 
grey dial, prewired switch assembly, 12 v. flasher, 
easy instructions, and wiring diograms. 


H&H TRAFFICATOR ~! j 
Box 172 - Warrington, Pa. 








ONLY *15.95 ppd. 
(dir. discounts avail.) 
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MT RESEARCH 


ochnical 
Corvice 


By Fred Bodley 











Please send a stamped, self-addressed en- 
velope if you want to receive a personal an- 
swer. There is no charge for this service. 
However, due to the bulk of letters re- 
ceived, it is impossible to give a quick re- 
ply. Only selected questions will be printed. 


QUESTION—Can I install a late-model, 
overhead-valve V8 engine in my Crosley, 
Nash Rambler, Plymouth, or Kaiser? 
ANSWER—Regardless of the car you name, 
and the V8 engine you want to install in it, 
the answer will be, “Yes, it’s humanly possi- 
ble to install an ohv V8 in place of the 
present powerplant.” But it’s an expensive, 
extensive job, and one that requires more 
than just “so-so” mechanical knowhow. 
When we speak of installing an engine 
in a car, we've got to settle for nothing less 
than a trouble-free, quality job, a job that 
means more than just stuffing that V8 under 
the hood on weak engine mounts, mis- 
aligned, and riding on the steering column. 
Bear this fact in mind: Automobile manu- 
facturers design their cars to accommodate 
their own engines; they're not interested in 
interchangeability with other powerplants. 
Take Plymouth as an example: Here’s a car 
designed to handle a medium-sized, flat- 
head engine of from 90 to 110 horsepower. 
Now we want to replace this smallish six 


with an overhead-valve V8 of 140 to 200 
horsepower or more. How do we do it? 
Basically, with plenty of work, engineering 
huddles, and money. In many cases, the 
steering column has to be relocated. If the 
original transmission is retained, an adaptor 
will have to be used, if available; if a ready. 
made adaptor can’t be secured, a machine 
shop will have to do the job. And truing a 
drive-line is a job you should entrust only 
to a top-notch machinist. 

There’s no book on detailed plans and in. 
structions governing al’ the possible engine 
swaps. Each is a custom job, and the in- 
stallation cost is based on a time-and-ma- 
terial basis, unless an individual has done 
enough jobs to arrive at a flat-rate figure. 

Among the factors involved in an engine 
conversion the matter of increased weight 
is one of the most important—it affects han- 
dling, roadability, braking, and chassis lon. 
gevity. You'll probably need heavier springs 
in front, and a generally beefed-up front 
suspension system for safety’s sake. 

Conside: too, the fact that all units of the 
final drive are designed for a specific output. 
When you hitch 200 horses to components 
designed for 100, you'll have to be some. 
what optimistic when you look forward to 
your car’s normal life-span. 

If you do the work yourself, making the 
initial measurements (carefully) will give 
you an idea of the problems involved in a 
conversion. If your particular problems don't 
seem too forbidding, yank out the old en 
gine, lower the new one into the slot, and 
align it with the drive-line. From here on, 
you're a self-made designer-engineer. 


“This is the second of three Technical Serv- 
ice columns devoted solely to power-and- 
economy increases (see July MT), engine 
conversions, and improving handling char- 
acteristics. The final discussion will appear 
in a forthcoming issue.—F.B. 
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LIBRARY 


ROLLS-ROYCE 


Volume |: The British Rolls 
Volume Il: The American Rolls 


Published by Post Publications, Box 897, 
Arcadia, Calif. Each volume $5.00 standard 
edition, or $8.75 deluxe edition, postpaid. 


F Nagromrad INFORMATIVE and unusual 
compilation of Rolls-Royce history, 
mechanical detail, coachwork, and construc- 
tion finesse. Featuring literature originally 
| produced by Rolls-Royce, Ltd., the pages of 
both volumes are filled with photographs of 
unique Rolls coachwork, or R-R sales bro- 


chures, and full catalog descriptions of such 
outstanding Rolls-Royce cars as the ’07 Silver 
Ghost, and the °39 Silver Wraith. 


DUESENBERG, 
THE MIGHTIEST 
AMERICAN MOTOR CAR 


By J. L. Elbert 


Published by Post Publications, Box 897, 
Arcadta, Calif. Price $5.00 standard edition, 
or $8.75 deluxe edition, postpaid. 


N ADDITION to concentrated coverage of 

the renowned Model J and SJ Duesen- 
bergs, J. L. Elbert’s fascinating, fact-filled book 
on a car dear to classic enthusiasts’ hearts 
covers the earlier Model A series Dueset 
bergs, and includes full-scale reproduction 
of the technically detailed 1929 catalog, “s 
classic collector’s item in itself.” Over 225 
photos and sketches of custom body styles 
and interiors, plus over 50 photos, schematic 
and line drawings of mechanical details. 
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‘54 Willys Ace Road Test 


(Continued from page 23) our overall im- 
pressions of other aspects of the car? Look- 
ing at it from a buyer’s point of view, we 
saw materials denoting low-cost trans- 
portation, yet all fittings and furnishings 
were acceptable for family-car usage. The 
54 test car was well built, and showed 
no loose trim or gaping seams in the up- 
holstery; inspection of the exterior dis- 
closed a smooth paint job, evidence~ of 
good general finishing, and close-fitting 
body panels. 

What does the Kaiser-Willys combine 
offer the prospective buyer in its low- 
cost line? Basically it extends a large 
selection of compact, neat-appearing cars 
that stress economy and driving ease rather 
than luxury. You can have the “plain- 
Jane” Lark series (with the 90-bhp, F- 
head engine only) at prices starting at 
$1737, or you can step up to the Ace and 
Eagle line, where prices range from a two- 
door sedan at $1892, to a nicely trimmed 
custom hardtop topping the list at $2411. 
(All are suggested list prices. ) 

Pricewise, these cars tempt a large 
cross-section of American pocketbooks; 
keep in mind the fact that Willys is com- 
peting with many models offered by the 
Big Three, and it stands to reason that 
Willys must provide good transportation 
to buck the competition. It’s a rough row 


to hoe, but Willys, in its introduction 
year (’52) planted some particularly 
healthy seeds—seeds which took root 


among some pretty critical car buyers. 
Response has been good, and now, to 
keep the ball rolling, Willys offers an 
automatic transmission (Hydra-Matic, 
available for $179). This year’s power 
boost, of course, is a major indication of 
Willys progress. What's in the future? 
We don’t know for sure. But we like 
what they’ve done so far. 
—Jim Lodge 


GENERAL SPECIFICATIONS 


ENGINE: L-head 6. Bore 3%¢ in. Stroke 4% in. 
Stroke/bore ratio 1.32. Compression ratio 7.3 to 1. 
Displacement 226.2 cu. in. Advertised bhp 115 
3650 rpm. Bhp per cu. in. .508. Piston travel 
max bhp 2661 ft. per min. Max bmep 126.6 psi 
Max torque 190 @ 1800 rpm. 

DRIVE SYSTEM: STANDARD transmission is three- 
speed synchromesh using helical gears. RATIOS: Ist 
2.57, 2nd 1.55, 3rd 1.00, reverse 3.48. AUTOMATIC 
transmission is Hydra-Matic, fluid a with 
gears. RATIOS: Ist 3.81, 2nd 2.63, 3rd 1.45, 4th 
1.00, reverse 4.30. OVERDRIVE transmission is 
standard with planetary gear. RATIO: 0.7 

REAR AXLE RATIO: Standard 3.54, Overdrive 4.1, 
Automatic 3.31. 

DIMENSIONS: Wheelbase 108 in. Tread 58 front, 
57 rear. Wheelbase/tread ratio 1.12. Overall width 
72 in. Overall length 183 in. Overall height (empty) 
60.6 in. Turning diameter 38 ft. Turns lock to lock 
4%. Test car weight 3020 !bs. Weight distribution 
56.6% front, 43.3% rear. Tire size 6.40 x 15. 


PRICES 


(Including suggested retail price at main factory, 
and delivery and handling gage but not freight) 
LARK two-door sedan, $1737, four-door sedan, 
$1823; ACE two-door sedan, $1892, four-door se- 
dan, $1968, deluxe two-door sedan, $1947, deluxe 
four-door sedan, $2023; EAGLE hardtop, $2167, 
deluxe hardtop, $2222, custom hardtop, $2411. 
ACCESSORIES: Hydra-Matic $179; overdrive $86; 
radio $71; heater $63; white sidewall tires (ex- 
change) $18. 
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PARTS AND LABOR COSTS 


(These prices are for parts and labor required in 
various repairs and replacements. Your car may re- 
quire all of them in a short time, or it may require 
none. However, a comparison of prices for these 
sample operations in various makes is often of in- 
terest to prospective owners. First price is for parts, 
second for labor.) 

Distributor $16.46, $1.60; battery = .95; fuel pump 


$15.00, $2.00; vaive grind $3.32, 8.00; one front 
ne $30.86, $25.00; bumper $22.63 , $2.50; two 
tires $39.36; Total parts $148.58, labor $59.10. 


ESTIMATED COST PER MILE 


(The Estimated Cost per Mile is given for compara- 
tive purposes and is intended only as a guide to 
the cost of operating a particular car. To provide 
this comparison, Motor Trend has taken into consid- 
eration all factors affecting operating costs and 
ownership costs. All figures given are the average 
costs nationally. For complete explanation of our 
method of determining the various figures, see 
“What It Really Costs to Operate Your Car” in 
July ‘54 MT.) 


OPERATING COSTS: 


Gasoline $170.00 

Oil 15.75 

Lubrication 16.50 

Iter 1.54 

Wheel alignment and balancing 11.60 
Brake relining and adjustment 11.85 
Major tune-up 12.25 


WHAT IT COSTS PER MILE 
TO RUN 2.4¢ 


OWNERSHIP COSTS: 


Sales tax and license fees $ 62.86 

Insurance b -60 

Estimated depreciation 3.00 
WHAT IT COSTS PER MILE 


TO OWN 

eaten PER MILE COSTS 
bn PAY CASH 

nance charges 

TOTAL PER MILE COSTS 
{F YOU FINANCE 


7.3¢ 


9.7¢ 
$ 97.00 


10.7¢ 
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CONTINENTAL PLAYBOY 


Has all the custom design of @ rear tire mount 
without the usual i your 
spare tire remains in the trunk. ‘Installation is 
easy, no holes need be drilled, you don’t 


damage your car in any way. $ 4° 5 


Now you can have that saucy, 
® 54 Buick, Olas 
vim ame 53-54 Chev, 
Me - ’ Pont; 


Continental look for only...... 
52- 53.54 Lincoln, 


Merc, Ford 
52-53-54 CADILLAC $64.95 
ADD $15.00 FOR CHROME RING 

WIRE WHEEL DISC 


Popular Hollywood 
Complete 















wheel locks. 
ag $99.50 
value. 


‘34% 2 
°42°% ” 


49-54 seek 
49-54 Chev. 











52-54 Mere ....... 75 53-54 Stude ...... $ 89.7: 

54 Buick ALL 39.73 53-54 Plym., Dodge. 5073 
53-54 Olds 98, 88.. Es sccsev. 109.7! 
52-53-54 Lincoln... $9.75 53-54 Pontiog 1... 89.7: 


Chrome Tire Cover Ring optional, add $15.00. Kits come 
primed for paint. Specify make, model car and tire size. 


ALL PRICES F.0.B. GLENDALE » ADD 3% TAX IN CALIF. 


SSCHSSSHSSSSSSSSSSHSSSSSSSSSHSSSSHHSHSHSEOOESEEOSES 


Super SPECIALS 


[[] ELECTRIC DECK OR HOOD KIT... 


CONFIDENTIALLY... 


(1 CAN GET IT FOR YOU WHOLESALE) 


[_] DUAL REAR AERIAL............$12.50 
6.75 
[_] ELECTRIC DOOR KIT (2 doors)... 14.95 


(1) customize sMooTH-IN Kit.... 4.95 
60600060000 000060000000000600000000000000060 0666S 


SBoo Here is MOLYBDENUM 

FOR DISULFIDE in its purest 
form, packaged in this 

new convenient way. Just add to your regular 
oil and enjoy all the proven performance of Moly. 


(Full year’s supply, 12 Paks, $3. 45) shipped 


anywhere. 
MOLY-PAKS are fully guaranteed. 


$67 ©. age” 
FLAR : S KIRT ee 


Nash Rambier, 

Statesman 
Nash Ambassador 
Ford 



















Chev ee 

Olds (Exec. 98):.... 

SKIRT LOCKS . $4.95 
@) (SUPER DELUXE SKIRTS $9.95) 


The lever locking skirts are steel with concealed rubber liner. 
Easily installed. The skirts are primed for paint. 


$9 995 —<—m 
333 St 
EXHAUST HEADER SETS 


Ford-Merc. .37-54 Chev. .41-54 (Except Conv.) 
AVAILABLE FOR MOST ALL CARS 
Sets include headers, header extensions, muf- 

flers, tail pipe, clamps and brackets. 


$215 © 
FORD & MERC 
35-54 
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V-8 DUAL EXHAUST SETS 

> Sloe 

*266, Ban 

oc gh Nameptoe: 

AUTO DISCOUNT CO. 
1529- T-9 VICTORY BLVD. 

GLENDALE 1, CALIF. 
T-9 


NAME 
ADDRESS_ 











city ZONE STATE 
CAR MAKE________YEAR__BODY STYLE___ 


PLEASE RUSH ITEM *O@OOOOO 


pu punen eae, OOS 
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Kozak 


AUTO DRY WASH 
DEFIES 
OZARK MT. MUD 


KozaK AUTO Dry Wash 


“On a 2500 mile vacation trip through 
the Ozark Mountains, we traveled dusty 
side roads as well as main highways. An 
occasional use of KozaK kept the car look- 
ing freshly washed. Almost every station 
attendant remarked about the finish on our 
car and marveled how we kept it so. It's 
been a long time since we've been so thor- 

hly sold on a product. The KozaK Cloth 

did a wonderful job.” 

Fred J. Schmidt, Jr. 
Muncie, Indiana 


You too will marvel how the KozaK can 
keep your car so clean and shining with so 
little effort. You can DRY WASH your car 
in 5 to 10 minutes. KozaK Cloths last for 
months and months. The dirtier they get, 
the better they work. Just wear gloves to 
keep your hands clean. Follow directions 
on the package ond KozaK is guaranteed to 
save you 80% of your former wet washing. 
© KozoK, 133 So. Lyon St., Batavia, N.Y. 





KozaK, 133 So. Lyon St., Batavia, N.Y. 


Please send me: 
REG. $2 KOZAKS 


(millions use them) 


SUPER $3 KOZAKS 


(lasts four times longer) 








(1) 1 for $2 (1 for $3 
(CD 3 for $5 0 2 fer $5 

Se» incienieaitai 
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i saneinmiinn ovbedmnncteboeseensenepneococsnesesshonsessantassnes 

' Enclosed () check [) cash 
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Now available with 
the Standard TR-2 en- 
gine. 90 HP at 4800 
rpm. 844:1 comp. ratio. 
Dual Carburetors. 


For additional information write to: 


HOUSE OF ALLARD 


Exclusive Western Distributors 
7176M Sunset Bivd., Hollywood, Calif. 











AUTO-AD SERVICE 


A new medium of Classified Adver- 


tising for those interested in buying, 
selling, or trading sport cars, clas- 
sics, or other unique automobiles, 
or auto equipment. UTO-AD 
SERVICE, a paper to be published 
bi-weekly and _ distributed free of 
charge, will afford you a rapid and 


inexpensive means of contacting fel- 
low enthusiasts. Mail coupon if in- 
terested in receiving AUTO-AD 
SERVICE. Check block if advertis- 
ing rate information is desired. 





AUTO-AD SERVICE 
P. O. Box 7413, Washington 4, D. C. 


Name.... 


Address...... 


(0 Advertising Rates Desired 














Coll'N' Swap 


Requirements are: copy limit of 25 words (not 
including name and address), first come, first served; 
we reserve the right to edit where mecessavy; we are 
not responsible for accuracy of description, although 
we will reject any misleading statements. This service 
is not open to commercial advertisers. No ads will be 
accepted if payment is not made in advance and such 
communications will not be acknowledged. Only one 
CAR may be listed in any single Sell 'N’ Swap in- 
sertion. This limitation wsll not apply to parts, cata- 
logs, etc. The charge is four dollars per insertion. If 
your car is unusual and you have a photo of t# 
suitable for publication, you may submit it with your 
ad. If we decide to print it there’s no cost to you 
for the cut, but we'll have to decide which photos to 
use. Sorry, no photos can be returned.—Editor 


SELL 


"Si RILEY 2'4-liter 100-hp sedan, 28,000 miles, en- 
gine good, perfect black paint and red leather in- 
terior, good tires, $1350, will consider trade. D. 
MacDonald, 26059 German Mill, Franklin, Mich. 
‘31 FRANKLIN AIRMAN 4-dr. close coupled conv. 
sedan, Dietrich body, needs work, ample spare parts, 
good rubber, best offer over $100. G. Lambert 
1426 W. 64th St., Seattle 7, Wash. 

'°34 MORGAN THREE-WHEELER J.A.P., 1100 cc 
water-cooled, British racing green, yellow wire 
wheels, indistinguishable from new, tremendous per- 
formance, lusty pair of lungs, genuine inquiries only, 
$1395. Dr. Roth, 2156 Pacific Ave., Long 


Beach 6, Calif. LB 6-2410 
'34 MORGAN THREE-WHEELER J.A.P. 1100 cc 
water-cooled, Austin gearbox, hydraulic brakes, 


eminently suitable competition, engine, running gear 
excellent, body tatty +9  ouany restored, genuine in- 
quiries only, $895. . Roth, 2156 Pacific Ave., 
Long Beach 6, Calif. LB Boaio. 
TYPE 38 BUGATTI 2/4 seater tourer, boat-tail, 
cycle fenders, 2 liter, umsupercharged, 2500 miles 
on engine, rebuilt England, immense performance, 
fantastic cornering, entirely immaculate, have ac- 
quired Type 35C, $1895. Dr. M. Roth, 2156 Pacific 
Ave., Long Beach 6. Calif. LB 6-2410. 
DAVIS THREE-WHEELER, 5000 miles, incontro- 
vertibly finest existing a. white lacquer, red 
Swedish hide, $2395. . M. Roth, 2156 Pacific 
Ave., Long Beach 6, Calif. LB 6-2410. 
‘SL BARRIS MERCURY; chopped and channeled, 
custom upholstery, plastic knobs, chrom "53 Cad 
engine, featured in March ‘53 MOTOR TREND and 
Hot Rod, $4900. B. Hirohata, 9587 La Rosa Dr., 
oe City, Calif. MAdison 9-8451 or ATlantic 
8605 
BENDIX AIRCRAFT BRAKES: 4 brand new, al- 
loy, 12 in. x 2 in., easil yet, $50. J. Walsh, 
Jr., 1212 Broadway, Oakland 12, Calif. 
SALES CATALOGS: Auburn, Cord, Chrysler, Cadil- 
lac, Lincoln, Packard, Pierce Arrow, etc. Motor 
Annuals, etc., 280 pre-war catalogs, “ complete 
collection for — — J. Whelan, 1969 Laurel 
Ave., St. Paul 4, 
'39 MERCEDES- BENZ 540-K 4-place hardtop coupe, 
5s s forward, supercharged, 38,000 miles, new 
6-ply Goodyears, — red wire wheels, continental 


potion. $4000. R. Jones, 31560 Five Mile Rd., 
Livonia, Mich. 
‘30 FRANKLIN conv. coupe, late side-blast air- 


cooled airplane-type engine, runs, needs cop, paint, 
minor y work, also parts car, with rebuilt en- 
ome $395. Dr. J. Keller, 32 Clovelly Rd., Newton 
67, Mass. 

'28 LINCOLN Dietrich conv. coupe, very clean, low 
mileage, original condition but has new paint and 
cop, registered, drive anywhere, $750. a 123, 
Boston 67, Mass. Beacon 2-0032. 

‘47 ALFA ROMEO 2500 cc super sport conv., triple 
carbs., aluminum body by Farina, clean car in and 
out, best offer takes, estimated speed 140. Mrs. C. 
Markoff, 2502 C Walmer Ave., Lansdale Garden 
Apts., Norfolk, Va. 

135-M 5-place conv., over 100 
ideal for enthusiast with fam- 


‘49 DELAHAYE 
mph, 


terrific styling, 





ily, excellent “_3~ $2950, will accept trade. 
B. Murphy, Re. Box 166, Schenectady, N.Y. 

‘37 CORD BEVERLY sedan, recently rebuile at 
Cord factory, new condition, original throughout, 
one owner, no rust, low mileage, excellent, many 
extras, $2250. G. Irvine, 706 Washington Sct., 


Olean, N.Y. 

'38 CADILLAC Model 65, 28,000 actual miles, 
perfect mechanical condition, original, Antoinette 
blue finish, gray upholstery and interior, no scratches, 
dents, or rust, $900. C. Thompson, R.D. 1, Hub- 
bard, Ohio. 





EE SHARP SUMMER STYLING! 


> Custom Grille Bars 


_— $499 


| The finest single im- 
“i provement in custom. 
izing a car. Heavy 
: steel, rich chrome. 

1949-52, 54 Ford, $19.95; 1953 Ford, $7.50; 
1953 Chevy, $12. 95; 1954 Chevy, $14.95; 


FLARE SKIRTS $690 


All steel, prime coat. 
Ford ‘36-54; Merc ’39- 
54; Chev '36-54; Stude 
‘35-52; Plym, Chrysler, 
DeSoto '35-54. 




















Bull Nose Molding 
One Piece, Full Hood 
Length, mbna steel, 
BES spanesotes 949-50 
Hee 


' Chevrolet 
Plymouth. . 1941, ised 
9 





Specify year and make 


os BIG DISCOUNTS oxo 


Most complete 





NEW SUMMER ever. Includes 
m Accessor 1954 models. 
1994 catatoc Items not 


ava‘lable in ac- 











“CADDY” Headlight RIMS 


. © ry stores. 
Beautifully chromed, re- 


5 
95 
places old rims. $6: 


Fits: Chev, '42-54; Plymouth, "49-54; 





Buick, "49-52; Dodge, "49-54; Nash, 
"49-52; Kaiser, "47-52; Olds, °48-53; 
Pontiac, "49-52; Ford, '49-53; Merc, 
"49-51; Cad, 50-53. 


25% deposit required. FOB L.A. 
Postage COD. 3% tax in Calif. 


EASTERN AUTO 
3319 MT-9 So. Grand Ave. @ Los Angeles 7, Calif. 











Acepumtante and C. 


ecuti' 

x ive 

Piccnandy Of trae P.A’s cSaminatione or executive acoountng Bositions. 
of of GP. A's, Placgment counsel i Waite for free book. “Ac. 


countancy, the Profession That Pays,’ 
University, 4 ai7 5 Se. ‘Dearborn St. 
Dept. 4-804 


SAMPLE LESSON 
A's case 94, 04,008, 00 910.000 a vote. 


Chicago 5, ili. 
(lid MHiiddins “cota ifloAAAMAENAAAOA avon 


e 
McBar Adaptor Housings 
MODEL ENGINE TO TRANSMISSION 
@ CF-52—Cad and Olds to °52-54 Ford & Mere 
© CF-50—Cad and Olds to '49-51 Ford & Merc 
© CF-40—Cad and Olds to '32-48 Ford & Merc, Lincoln, 
Ford pick-up and 1% ton truck 
52-LF-52—Lincoln OHV to °52-54 Ford & Mere 
52-LF-50—Lincoln OHV to °49-51 Ford & Mere 
52-LF-40—Lincoln OHV to °32-48 Ford & Mere 
LF-40—’49-51 Linc. FH to °32-48 Ford-Merc-Linc., ete. 
CRF-52—'51-53 Chrysler V8 to °52-53 Ford & Mere 
CRF-50—’51-53 Chrysler V8 to "49-51 Ford & Mere 
CRF-40—’'51-53 Chrysler to '32-48 Ford & Mere 
¢ CSM—Cad & Olds to '53-54 Stude manual! transmission 
* CSA—Cad and Olds to Stude automatic transmission 
FREE CATALOG—CUSTOM INSTALLATION 
inquiry invited. Proper clutch recommendations. 
McBar Machine Shop, po 
65 N. Miami St., Peru, Ind., Phone 5 
AU Hae si TN 


“SHOC-SHELL” 
PROTECTIVE HELMETS 
Style “‘A’”’ (illus.) $29.50. Style “‘B” 
primer, no visor $23.50. Custom col- 
ored leather combinations $31.50 
Same proven protection. All items 








LOHRENZ 
Phone 8-8342 
4417 E. Anaheim St., Long Beach 4, Calif. 












board 
FOR CATALOG TODAY. 
K. C. CARD CO., 847 $. Wabash Av., Chicago, Ill. 


Motor Trend 


























ete. 


pion 
on 











AMALING! 


GOODBYE 
TO CORROSION! 


astounding electrolyte in Blue Blaze 
Batteries: Eliminates 90% corrosion @ Runs 
22° cooler @ Reduces sulfation @ Retains 
starting power after months of idleness @ Can 
be quick-charced at high amp rote * Avail- 
able in 6-volt ($24.95) 12-volt ($32.50) 
42-MONTH GUARANTEE 
BLUE BLAZE BATTERY CO. 
403 W. Ave. 33 Los Angeles 31, Calif. 


RL OO 






New, 














wear Concentrated 







NEW LIFE to leather 
and plastics—PREVENTS 
cracking, fading, drying 
IN ONE FAST OPERATION 





fp CONTAINS ——| 
saddle soap........ CLEANS | 
neatsfoot oil..CONDITIONS | 
beeswax ......... PROTECTS | 








at your dealer or— 8-01.—$ 1 50 Ppd. 
TANNER PRODUCTS 


716 E. Washington Blvd. 





* dept. MT 





, RAMCOTE Flexible Finishes 


* 


for Leather and Vinyl-Plastics 


Restore original color and texture to 
our car upholstery. Or change color! 
Eo pany applied. No crack or peel. Wash- 
able, fadeproof, preserves, protects. 
Write for FREE color chart. 1141 W. 69th 
St., Chicago 21, Ill. 








Dri: ea MoORGAN- 





/DEBAKEE < 
oct, — 

{ eat nob PAST new rugged powel, 
economy, flashing get-away. Get 
parts list, pics, hop-up info, tune-up tips all for 
50c with Double-Your-Money Certificate worth $1 
on buys. Tell whether for V8 or Champion. Write 
" FRANK MORGAN CO. Dept. AL-3 
‘ MARYSVILLE, CALIFORNIA 






ane 












Aa en : 


Speed-O-Motive Pistons avail- 
—~ able in every size and com- 


pression ratio for every car. 
, ~~ POPULAR PRICES 
Send 10c for your illustrated PISTON POWER GUIDE. 


=Soced Omotiwe El Monte) California 








Get tuto Good Paytug 
AUTO BODY. FENDER WORK 


4 \ i$ Big demand in Auto Body and Fender 


1 
x \ work. Start training now spare time 
Ms $ at home for good pay work. Practica’ 
shop experience includ E. I. 
» - Training covers metal work, weld- 
\, ing, painting, etc. Placement service 
—or we will show you how to start 
your own shop. Behind U. E. I 


TRAINING is a large national or- 


MAIL NOW |ganization founded 1927. Write to- 
a] [frre FREE faceae oblaion, 


















<M 














Zone... .State......++ - 


Auto-Crafts Div., UTILITIES ENGINEERING INSTITUTE § 
2523 Sheffield Ave.,XAN-12, Chicago 14, Ill. 2 
0.K.! Rush Full Facts. 2 
Io ok cdcidcctcpedcecccedéccecscdecanens 8 
on o600s6ecdsesseesenecesonesbecsees 2 

a 

H 





September 1954 








‘48 CONTINENTAL, featured Sept. ‘53 MT, ‘52 


Cad engine, Orlon de ville top, upholstering, car- 
peting, paint, body all restored or replac cost 
$7000, sell $3000 or best offer. I. Metzenbaum, 


1252 Superior Ave., Cleveland 14, Ohio 

CLASSIC CAR SALES CATALOGS: Packard, Chrys- 
ler, Lincoln, Cadillac, Pierce Arrow, orphan and 
foreign, minimum $5 each. Also MoToR (N.Y.) 
Annual numbers, details for large stamved addressed 
envelope. A. Twohy, 400 N. Kenmore Ave., Los 
Angeles 4, Calif. 

'31 NASH VICTORIA 890. straight 8, dual ienition 
and carburetion, 133-in. wheelbase, paint, chrome 
perfect, upholstered in velour, driven dai'v  nee-'s 
engine overhaul, $300 M. Romberger, 1548 N. 
34th St., Milwaukee 8, Wis. 

new ivory paint, tires, battery 
14,000 actual miles 


‘48 JAGUAR conv., 
new 3-way top. pigskin leather, 





first $2195 takes ‘ Sans 25c. Baker, 113 Forest 
Court, Louisville 6, 

'37 CORD pelt conv., completely restored, 
new %-race Cord engine, new ivory lacquer, re- 
chromed, new maroon leather, driven 300 miles 
since restoration, $2850. 2609 


A. Peckworth, 
Poplar Dr., Larchmont, Baltimore 7, Md. 

36 FORD V8 conv. sedan, radio, heater, whirtewalls, 
new top, paint, upholstery, fine running condition, 
$500. W. Lasher, 971 Butterfield Rd., San Anselmo, 


if. 
‘Al CONTINENTAL hardtop, 59A bored, stroked, 
44 cam, less than 8000 miles, chrome good. body 
excellent, dark green lacquer. 3 pics 50c. $1200. 
F. Fettinger, 526 Archer, Waukegan, Ill. ON 2-1284. 
‘21 MARMON MODEL 34 touring, new F'restone 
tires and tubes, newly painted and mechanical work 
finished, new radiator core, battery, plating, etc. 
Top good and original leather fairly good, $1200. 
M. Palm, 7865 Graves Rd.. Cincinnati 27, Ohio. 
‘29 ESSEX aluminum speedster body, overdrive. 
good tires, new upholstery, rare car in excellent con- 





dition, some spare parts, $400. J. Lewin, 257 Glen 
Park Ave., Toronto 10, Ont.. Canada. 

*31 MODEL A FORD roadster; fender wells, wire 
wheels, 5 good tires, 99% complete and ready for 
restoration, $195. M. Palm, 7865 Graves Rd., Cin- 
cinnati_27, Ohio 

"52 PORSCHE 1500 coupe, reclining seat, radio, 
heater, etc., 19,000 miles, Model 527 engine, ex- 
cellent condition, not an America, $2400. R 
Stuart, 4906 Underwood Ave., Omaha, Neb. 

‘15 MODEL T FORD touring, new paint and ton, 
good upholstery, brass radiator, hubcaps, headlight 


f 





rims, sidelight rims, aluminum transmission cover, 
= * ‘i: $1000. R. Balderson, Benkelman, Neb. 
one 


8W. 

36 V- i2 CADILLAC Fleetwood conv., on jacks for 
14 years, runs, looks like new, driven less than 
9000 aes, $1500. G. Miller, White River Junc- 
tion, Vt. 

CUSTOM SPORTS CAR, aluminum por, wered 
by Ford V8, tubular chassis, featured Oct. '53 HRM, 
one door, 1900 Ibs., top, curtains, +066 miles, 
$1500. A. Adams, Massasoit Ave., Barrington, R.I. 
‘48 CONTINENTAL hardtop, medium blue, blue 
leather upholstery, V-12 engine, new clutch, other 


repairs, safety tubes, good a nearest offer to 
550. K. "hae 5533 'N . Bernard St., Chicago 








HOW | KEEP MY CAR IN SHAPE 


by TOMMY HINNERSHITZ 
Four Time AAA Eastern 
Sprint Car Champion 







As a race driver, I’m often 
asked why friction does so 
, much damage to an engine if 
anil oil is used. There’s a simple answer. 
Even good oil breaks down under terrific 
heat or motion or pressure. You have to 
remember that the oil film protecting many 
parts is less than one quarter of the thick- 
ness of this paper. So when the heat gets 
bad, as it does in upper cylinder areas, it 
isn’t long before that oil film ruptures. 

I know from experience that oil alone 
can’t lubricate engines properly. That’s 
why I looked for something to help oil 
do a better job. I found the answer in 
Miracle Power. I find I don’t have to tear 
my engines down as often. When I do, 
they’re a lot cleaner. 

I use Miracle Power in my racer to make 
money—in my personal car and farm equip- 
ment (I’m also a farmer) to save money. 


x * ®& 
Miracle Power, a blend of 
super lubricants, including 


colloidal synthetic graphite in 
suspension, treats the engine, 
not the oil. 85c size for use in 
gas and oil every 1000 miles 
and 39c size for top cylinder 
lubricant between treatments. 
(Slightly more in Canada.) 
Money back guarantee at car 
dealers, garages, gas stations. 
Approved by Ford, Kaiser and Willys for sale 
through their dealers. 

Impartial road tests proved an engine with Miracle 
Power was using 33% less oil, 13% more com- 

pression, 56% longer spark plug life, 49% less cylin- 
der bore wear, 15% less ring wear. Write The AP 
Parts Corporation, Dept. 613, Toledo 1, Ohio for 
your copy of this free report. 

© The AP Parts Corp., 1954 


NEW! Giant PP. 
1954 Catalog of F 9¥romorive 


AUTO /°"5 


ACCESSORIES = 











PARTS 








AND 
Accessories © 
Werll's Largest Set Selection— 
LOWEST ‘PRICES! 
YOU SAVE 10 50% mciaenoe 
Ready = Lowest Prices! 





uide., “everything for your car, rack, -— 
— -styled car, pay boy hed rock- | Mufflers, pipes — 
bottom lowest oo dhe Marae fot find 
equipment, parts for cars from 1920 to 1954 
models! New HOLLYWOOD ACCES- 
SORIES; HIGH-SPEED PARTS; CUS- 
TOM-STYLING EQUIPMENT! 
FREE; -valuable Safety Chart showing how you can know 
if your car is safe—sent free if you mail coupon for 
catalog TODAY with 25c to my nd postage and handling. 
We credit the 25c on your first $5-or-more order, so Catalo; 
will then be FREE TO YOU. Fill in and mail Coupon NO 
J. C. WHITNEY & CO., 1917 >-9 Archer Ave., Chicago 16, lll. 
(oenenasesaP es 
§ 4 He C. WHITNEY & CO. 
0-9 Archer Ave., Chicago 16, Ill. f 
j Rech giant 1954 Catalog of auto parts and accessories at 
lowest prices. I enclose 25c to cover part of cost, which 


























: will be credited to me on my first $6.00-or-more order. §f 
1 name 1 
I ADDRESS i 
b cory STATE ! 

65 














@ Servicing your car for top per- 
formance requires tools that are right for 
the job, and Snap-on tools are the stand- 
out choice of America’s top mechanics. 
Snap-on offers the most complete line of 
standard wrenches and special automotive | 
service tools, also a wide selection of 
wrenches in Whitworth and Metric sizes 
for servicing foreign cars. Available only 
from Snap-on branches and Snap-on Men 
or direct from tactory. Write today for 
free Metric-Whitworth folder and stand- 
ard tool catalog. 


SNAP-ON TOOLS CORPORATION 
8023-1 28th Ave., Kenosha, Wisconsin 
*Snap-on is the trademark of Snap-on Tools Corporation. 


on cee meee 











YLON auto seat cover that_is TOUGH! Will Resist 
ito ugh Treatment Without Damage. No _ Installation 
Probiem—No Tacks 


vowing | 


Delivery 
Shipped . 


MARDO SALES CORP. 
Dept. NY-925 480 Lexington Ave.. New York 17. N.Y. 

















SENSATIONAL FREE TRIAL OFFERS!——, 


SEND NO MONEY! PAY POSTMAN NOTHING! 
We have surplus stock of famous Gale Hall 
Eng. auto instruments, brand new, in the 
original cartons! Try at our risk for 7 days 
—then send payment or return merchandise ! 
PROFESSIONAL INSTR. ORIGINALLY NOW ONLY 
Compression tester..........+ $10.75 $2.98 
Combined Vacuum Gauge/ 


Fuel Pump Tester.......... $8.10 $3.09 
— on Vacuum 
oe rr $12.50 $4.55 
Original te ny Motor 
Condition/Gas economy 
BED | ccusanandeccapdecess 7.50 $2.98 
(Deiuxe all-chrome custom 
foreign model)......... $14. $4.98 


(add 40c each for postage) 
SEND ORDER TODAY! SUPPLY LIMITED! 


New England Surplus Sales Co. 
Dept. MT-9, Newburyport, Mass. 

















PARADE Ford Hub Caps. Time- 
less custom show car styling for 
your °49-54 Ford. Heavy steel, 
chrome plated. Smoothly curved. 
$9.00 set of four 
Guaranteed and sold only by 


Harry Kinney 
1328 N. Grant St., Danville, Ili. 


| SELL continued 
| S| CHRYSLER V8 IMPERIAL conv., 30,000 miles, 
| superb condition, power sgeering, torque converter, 
disc brakes, leather upholstery. headers, dual ex- 
hausts, Mallory ignition, originally $5500, $2800. 
G. Setlin, 65 Firglade Ave., Springfield, Mass. 

FORD T PARTS: wide range. new, used, mechanical, 
accessories, body sheet metal "17 and new available, 
send for free mimeographed listing or advise parts 
needed. E. Hemmings, 1036 Hampshire, Quincy, Ill. 
57 BUGATTI late-type Ventoux coach, recent over- 
haul by Bugatti factory, extremely fine mechanical 





condition and appearance, $3250. C. Glore, Jr., 
464 E. Illinois Rd., Lake Forest, Ill. 

AUSTIN-HEALEY 100, bought May 1 '54, 2500 
miles, warranty still good, blue, navy blue leather, 
cash deal only $3000. S. McClary, 521-B MEMQ, 


MCAS. Cherry Point, N.C. 
‘32 AUBURN speedster, newly reconditioned, differ- 
ential, radiator, and ‘36 Auburn 8 engine and 


transmission, only minor dents in fenders, best cash 
offer over $1300. Maj. W. Pelton, 6-5 Weather 
Det., Kelly AFB, San Antonio, Tex. 

‘30 JORDAN §8 sport coupe, fair condition, runs 
good, 16-in. wire wheels, Tone and low, $75. C 
roan 10042 Forest Lane, Anaheim, Calif. 

‘40 BENTLEY 44% Vanden Plas 4-door conv., just 
re-lacquered metallic gray and fitted blue plastic top 





as current models by Inskip, mechanically excellent, 
Cf L. Kay, 845 Riverside Dr., New York 32, 


N.Y 
25 "McFARLAND coupe, aluminum body, solid 
throughout, new tires, has a Wisconsin 6-cylinder 





runs good, 
Jefferson Ave., St. Louis 18, Mo. 


ohv engine, $175. A. Tomek, 2847 S. 
36, CADILLAC V8 conv., good whitewalls, well 
maintained, low mileage car, new tan top with 
original black finish, perfect operating condition, 
eae 33 igley, 4 Monument Sq., Boston 29, Mass. 
‘07 OIL SIDE LAMPS, several pair, new, three rings 


on top, 11% in. high, painted, $15 pair, brass 
finish $30 pair. Brass bail handles $35 pair. A. 
Davis, Box 58-E, Mammoth, Ariz. 


20 NASH TOURING, drive-away condition, extra 
tires, tubes, winter top, clean inside and out, runs 
good, 32.000 miles, $395. R. Rankin, North & 
Monroe Sts., Galesburg. Ill. 

‘37 BUICK CENTURY sport coupe, originally 4- 
door sedan, shortened, channeled, dual carbs, Spauld- 





Mallory ignition, original, best offer 
Scepp, 1024 W. his St., Palmyra, 














1, 0S 


SHELL‘’S 


cu STOM 
CLUB PLATES 


% How to form a club (tips, 
ideas, typical rules) 


% Catalog of Club Plate ideas 


arwiemnnmte 


oe 








Pric cs, How to order |/'N AY 
rene, Spee TRUCK 
Sent FREE to all clubs and prospective §|!®ACT 

MOTO! 


auto groups. Identify your club or 
auto group with these custom, attrac. 
tive club plates. SEND FOR YOURS 
NOW! A postal card will do... re 
turned via air mail. 


— ALSO — 
NEW & USED 


Power and Speed equipment 


values 


our current special sale listing 


SHELL 


11726 Wilshire Blvd. 















SPEED AND 
MUFFLER SHOP 


Los Angeles 25, Calif, 





TUAR 
HEAD 
FOREIGN CARP 


Large stock including gaskets, 
pistons, valves, electrical parts, 
oil filters, brake parts and lining, 


etc., teols and accessories. Jagees 
Write for Literature M.G, 


Motor Co. 


245 W. Séth St., New York 19, N. Y. 


ait 
ARTS 


Austin 
Hillman 





ate STABILIZER.?22 


ses eee | Driving Cootitions on FORDS - MERCURYS - rey 


eS =~ | ** 


er INA pyaar MINUTES-tS SAFE, DEPENDABLE, INEXPENSIVE AND TROUSLE-FREE 
Automobiles are in Need of this Thoroughly Tested Device 


nutedennenenniene A THREAD TIGHTENER. THE BENDS ARE SUCH THAT 
MOMENTS ARE DEVELOPED DOWN AT ALL TIMES TO STABILIZE THE ENTIRE FRONT END. THIS SPRING 
IS MADE OF 44” SPRING STEEL, DIE CUT, DIE SHAPED AND OIL TE! TEMPERED TO LAST AS LONG ASW 
HAVE YOUR CAR. SATISFACTION GUARANTEED. 

Model F-49 fits Fords 49-50-51 + Mode! LM-49 fits Mercurys, Lincoins 0 «ees ae 
Fords, Mercurys "52-53 (curved idler arm) * Mode! FM-52S fits Fords, Mercurys 'S2-53 (straight ide 
arm) + Model FM-S4C (curved arm) fits Fords, Mercurys '54 * « NOT FOR CARS WITH POWER STEERING + 

DEALERS, JOBBERS, DISTRIBUTORS WANTED EVERYWHERE. IF NOT AVAILABLE 

LOCALLY ORDER DIRECT $2.75 PPD. GIVE MODEL NEEDED FOR YOUR CAR. 
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tire wear. 
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BEB SPECIALTY COMPANY 
ws, HOnATE AND GEV On 
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WHOLESALE SPEED 
PARTS FOR ALL CARS 


m CATALOC 


aest CHARLEY SPEED ions 
Box 183086, Chatanooga, Tenn 





“et 











Willys $69 
for Willys 





Autor 


Money bac 
free folder 
WARN MFG. 






eat 


Motor Trend |Septembe 





if 





AY 
pro 


STOP ani 
CLOG FOREVER 


IN AUTOS, 
TRUCKS, & 
TRACTOR 
MOTORS 








Passenges Cars. 2.00 per rod. 
Trucks Tractors. 3.35 per rod. 


When installed in 
the auto radiator, 
the McRay Protecto 
Rod sets up a gal- 
vanic action in the 
warm water which 
S renders inert the 
scale-forming min- 
erals and prevents 
their bonding to the motor block. The scale, 
taken out of solution, becomes a_ gentile 
abrasive that scours the block, keeps radiator 
tubes clean. FLUSH AFTER 1500 MILES. 


This action restores original cooling efficiency 
in old motors and maintains original cooling 
efficiency in new motors. Functions equally 


FITS ALL CARS 


















well with anti-freeze, Efficient for years. 


If not available locally, order direct. Satis- 
faction guaranteed. Jobber inquiries invited. 


McRAY PRODUCTS OF CALIFORNIA 
6808 Melrose Avenue, Los Angeles 38 












— 

— ENGINE ADAPTERS FROM BELL— 
— Largest Mail Order Distributor 
= Install BIG O. H. V. ENGINES in your 
Ford V8 or Merc. Guaranteed to fit 
Price includes engine block and pilot 
bearing adapters. 

— ‘49-34 Cad or Olds to "32/48 Ford and 
"3950 Mere. 

= "4934 Cad or Olds to ‘49-34 Ford ond 
- = ‘34 Mere. $49. 
NO DELAY — ORDER WITH COMPLETE am 
IT'S EASY TO ORDER BY MAIL PROM 

















Send 50¢ (refunded ofter Ist pur- 
chase) for Complete and Iilustrated 
Catalog of SPEED and POWER ports 





NOW! USE YOUR WILLYS 
OR DODGE AS BOTH A 2 
~and 4 WHEEL DRIVE 


Enjoy 2-wheel drive pep, speed, 
extra mileage, performance and 
keep 4-wheel drive, power and 
traction with WARN _ HUBS. 
Change 4-wheel to 2-wheel or 
back in seconds with fingertip 
control, Front end assembly 
stands still in 2-wheel drive—ends 
drag, stops shimmy, cuts front 
tire wear. Increases gas mileage to 6 m .g. For 
Willys $69.00, Dodge $4.00 pr.; also Stan dard hub 
for Willys $20.00, Bodge $23.00, Land Rover $24.00 
pr.; Automatic hub for Se $120.00 pr.; all ppd. 
Money back guarantee. Dealers or direct. Write for 
free folder. 

WARN MFG. CO., Riverton Box 6064-TD, Seattle 88, Wash. 


’ 

DON'T DRILL the manifold! 
Use a HI-VACUUM CARBURETOR 
FLANGE to install your 
VALVE OILER « WATER INJECTOR 
VACUUM GAUGE ¢ VACUUMHORN 
9Send $2.00, make & model car te: 





locking 
HUB 





FLANGES 
253-A E. Angeleno Ave., Burbank, Calif. 


September 1954 











‘38 and ‘40 CADILLACS, V-16, sell as package, 
both need repairs, will break up, neither now in 
operation, will give details if interested. H. Sum- 
mers, Box 7013, Norfolk 9, Va. 

25 BUICK Light Six sedan, body excellent. 46,000 
miles, original paint, good tires, service manual, 
best offer takes. E. Hohlmayer, 21814 Selma Rd., 
Soringhald, Ohio. 

MODEL T PARTS: plenty new and used, reasonable 
prices, we may have what you need. A. J.. 1109 
Main St., Peckville, Pa. 

STUTZ- LIKE SPEEDSTER, same T-head engine 
transmission amidships (better than rear end), 4 
wire wheels 34 x 4, bucket seats. brass radiator 
runs. Offer over $1250. N. Ensworth. Canaan. N.Y 
‘51 JAGUAR XK-120 roadster, excellently and ex- 
pertly maintained for its 27, 000 miles, must see t 


appreciate, first $1895 takes. might trade, prefe 
foreign, consider American. D. Anderson, 121 N. 
Elm, Cresco, Iowa. 


39 LINCOLN-ZEPHYR coupe, 6 new tires. 22.000 
miles on new engine, condition excellent. J. McEntee, 
319 Hillside Ave., Jenkintown, Pa. 


WANTED 


‘'34 PLYMOUTH Deluxe PE series coupe with rum 
bleseat, fender wells, must be stock, excellent, orig- 
inal throughout, located So. Calif., reward for info 
resulting in sale. B. Nelson, 523 W. 105th St. 
Los Angeles, Calif. 

36 FORD phaeton, no conv. sedans, within 250 
Send full description or phone 


miles of Chicago. 
Honore St., Chicago 12, Ill 


G. Wallerich, 320 S. 
SEeley 3-2180. 

"54 O-K MERCEDES-BENZ, late model, in excellent 
condition. J. Hubbard, Box 1268, Charleston, W. Va. 


FOREIGN OR DOMESTIC CLASSIC: '27-’37. Also 
want wire wheel all-weather jobs, '27-'37. Foreign 
or domestic jobs, specifications, som, first letter 
please. Van-Clespe Foundation, P.O. 1323. Lit 
Rock, Ark. 

‘53 or '54 LINCOLN, standard transmission, or 
same on '51, '52, 53 Cadillac. J. Ortley. 250 Black 


Ga. 
stock with good body and 


land Rd., N.W., Aclantic, 
'33 FORD ROADSTER, 


wheels, please send photo and/or description, stat 
ing price. B. Friend, 701 Delafield Rd., Pittsburgh 
15, Pa. 

KING MIDGET, send absolute full description 


photo, price, recent deluxe model preferred, must 
be in top condition. C. Thornburg, Box 185, Dallas, 
N.C. 


STUTZ FOUR-CYLINDER: any 
any condition, complete or not. F. 
Marsh Rd., Menlo Park, Calif. 
by HUB CAPS for 41 
B. Greene, Bamberg, S.C 
Oi to '28 CHRYSLER’ SIX; 
in restorable condition, preferably in Midwest. H 
Knauz, 1060 N. Western Ave.. Lake Forest, II. 
31-37 PIERCE ARROW roadster, coupe or phae- 
ton, state price, condition first letter, all letters an 
swered, all photos returned. Also repair manuals, 
catalogs for same. R. Meurer, 2-7 Division St.. Lake 
Charles, La. 
VOLKSWAGEN, wrecked or used, body unimpor- 
tant, synchromesh desired, send complete descrip- 
tion, pic and price. G. Laughlin, 411 Fe. Worth 
Nat'l Bk. Bldg., Forte Worth, Texas. 


SWAP 


"50 OLDSMOBILE 88 Holiday, clean, perfect, for 
foreign conv. in like condition and age, within 300- 
mile radius of Baltimore only. C. Hoffberger, Box 
33, Clifton Sta., Baltimore 13, Md. 

"53 RAMBLER hardtop, low mileage, new car guar 
aatee, cream with rust colored top, continental tire. 
radio, etc., for late model MG, etc. J. Tueche, 
Rostraver Rd., Monessen, Pa. 


SELL OR SWAP 


‘52 MG-TD; black, green leather, heater, new glass, 
functional accessories, excellent shape, asking $1350 
or $800 and best Henry J, Willys or Nash Ram- 
bler. E. Schmidt, 22024 Madison, St. Clair Shores, 


Mic 

47 CONTINENTAL coupe, V-12, good general 
condition, $1350 or swap for unrestored Cord conv., 
prefer supercharged, will consider others. D. Real, 
608 Hampshire Rd., Dayton 9, Ohio. 

P.O.D. INBOARD racing hydroplane and trailer. 
seats 2 people, V8 60 engine, speeds up to 60 
mph. $1100 or trade for MG. J. McIntosh, 2120 
Keating St., S.E., Washington 21, 

'47 CONTINENTAL hardtop, customized, 52 Cad 
engine, souped, radio, heater, overdrive, 6-ply white- 
walls, 75-plate battery, ‘52 Cad rear fenders, bumpers, 
$1950 or — for ‘53 car. J. Sappiger, 465 Lowell 
Ave., Glen Ellyn, Ill. 

"54 CORVETTE, practically new, loaded with equip- 
ment, best offer or take cheaper sports car in trade. 
A. Crossett, 3501 Bristol Rd., Amarillo, Texas. 
Phone 3-2106. 

‘50-51 CZECHOSLOVAKIA TATRA, family car. 
seat covers since new, just arrived in U.S., offer 
cash or trade late-model U.S. car, never raced. Lt. 
R. Glass, Hq. 708th Ord. Bn., 8th Inf. Div., Camp 
Carson, Colo. 

°32 AUBURN V-12 phaeton, 
$2000, 8 x 10 pics $1, prefer other V-12 Auburn 
lee as trade. J. Connelly, 73 Brown St., Buf- 
falo 11, N.Y. 

‘48 CONTINENTAL hardtop with '51 Chrysler V8 
engine, ood condition throughout, best al or take 
ae Seudehalear V8 hardtop, plus cash. W. Stocker, 
330 Central Ave., Fillmore, Calif. 


model, any 
Edwards, 


year. 
839 


Lincoln Continenta! 


‘roadster or touring car 


1320 


complete, restoration ‘ 











OVERHEATING?? 
CLOGGED BLOCK?? 
USE... 


ION-20 


(pat. pend.) 


NEW! 


lon-Equilibrium 






Process 


CLEANER 


VERSATILITY of ION-20 cooling 
system cleaner is shown by the fact 
that even the drainage can be saved 
for safely cleaning grease and grime 
from hands and car parts. 


REMEMBER though that ION-20 is 
designed to “Clean right—clean bright” 
for cool, trouble-free motoring. 


Free literature available. Send $3 for 
your treatment. Small bottle grease and 
grime cleaner—$1. 









Wong 


| Riviviywiiciya tery 
3259 Madison Rd., Cincinnati 9, Ohio 





e jaguar e MG e 
e Corvette e 


TONNEAU COVERS 


f@ CUSTOM STYLING @ HIGH QUALITY MATERIAL 
@ EASY HOME INSTALLATION @ 


IMG, TC, TD and TF tops, tonneau and tire 


cover sets. In plaids or plain colors in match- 
ing sets or singly. MG center arm rests. 


ROBBINS AUTO TOP COMPANY 
(Custom trim for all cars) 


1453 Lincoln Bivd., Santa Monica, Calif. 
"h. EXbrook 5-9174 @ Dealer inquiries invited 


arco) AUTO SAFETYBELT 


Famous military and aircraft belt maker now of- 
fers CAA approved safety belts for all cars. 
Money- back guarantee. No finer belt regardless 
of price. 


el == le 


Deluxe Belt nylon webbing $9.95 ppd. front seat 
single. $10.95 ppd. complete rear seat. 


Heavy cotton webbing (used by TWA) $8.95 ppd. 
front seat single. $9.95 ppd. complete rear seat. 
MAXIMOFF RESEARCH CO.—Sorry no C.0.D.’s 
5916 Sepulveda Bivd. Van Nuys, Calif. 




































| an, classic and imported cars for sale 
in all parts of the U.S. Up-to-date list of 25 
or more cars mailed to you every week. 3 
months (13 issues) $1. One full year just $3.50 
THE MOTOMART 
, Dept. 6, Box 144, Sta. H., Toledo 13, Ohio 
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give it gas 
=FAST 


STEWART-WARNER 
Electric 


fuel pump 


SNS so 


Starts to work the second 
you turn on the ignition! 


Faster, easier starting; better, more 
dependable performance, with 
never a failure due to vapor lock — 
those are just a few of the advan- 
tages you get immediately when 
you install Stewart-Warner’s auto- 
matic electric fuel pump. 

The Stewart-Warner Electric 
Fuel Pump operates entirely inde- 
pendently of the engine — goes to 
work the second you turn on the ig- 
nition, before you touch the starter 
button, assuring an even depend- 
able flow of gas — as much as your 
engine needs. But the pump works 
only as needed, doesn’t beat itself 
to death needlessly. 

Choose either single or dual in- 
Sstallation to fit your engine. Free 
flow capacity is 30 gallons or more 
per hour. Heavy-duty dual unit 
provides extra capacity, an extra 
pump in reserve for emergencies, 
Can be wired for individual opera- 
tion. 

Installation is easy. See it at your 
dealers or write. 


STEWART-WARNER 


Instrument Division, Dept. W-94 
1840 Diversey Parkway, Chicago 14, Illinois 
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STUDEBAKER V8 stock, race, or truck 
engines are said to get 23 to 32 more 
horsepower with Morgan “TQ” (Turbulence 
Quench) pistons. Available in stock bore 
size or ‘4¢-in. oversize, the “TQ” pistons are 
perfectly matched to original piston weight, 
give compression ratios of up to 9 to 1 with 
“ping-free” performance. Write: The Frank 
Morgan Co., Marysville, Calif. 


IDEAL for hauling sports cars to races, or 
roadsters to drags, Manting’s Sportrailer fea- 
tures easy loading and unloading, self-leveling 
device, single or tandem axles. Channel tracks 
are dimensioned to your needs; hinged 
tongue, parking jack, and coupler are stand- 
ard, as are fenders, other fittings. For full 
details contact Manting Tool and Die Co., 
Big Rapids 4, Mich. 


INSTALLATION of a Power-Flo head 
gasket is the equivalent of milling the cylin- 
der head .040 to .050 inches. In solid copper 
($6.75) or solid aluminum ($4.95), for any 
car or truck, U.S. or foreign. Mfr. says Power- 
Flo gaskets give 20 per cent more horse- 
power potential. State make, model, year. 
Engine Products Mfg. Co., Dept. MT-9, 5801 
E. Beverly Blvd., Los Angeles 22, Calif. 


OERLIKON, famed Swiss armament firm, 
has perfected a new-style battery cap. Called 
the Oerlikap, it has a handy polyethylene 
lift-tab cover, and its own water reservoir 
which meters water to the cells as needed, 
Prevents batteries from being overfilled. For 
further information on these low-cost caps, 
write: American Oerlikon, 1500 Canal Ave, 
Long Beach, Calif. 


IN PLAINS OR PLAIDS, bound with 
vinyl plastic, and trimmed with chromed 
hardware, Robbins’ home-installation  ton- 
neau covers enhance and protect the beauty 
of your convertible. Available with matching 
tire covers and tops, the tonneau covers sell 
from $32.50. Write to Robbins Auto Top 
Co., 1453 Lincoln Blvd., Santa Monica, Calif, 
for full details. 


SELECT the ride you want? It’s possible 
with the Gabriel Adjustomatic. Decide on the 
type of ride control you want, then set the 
Adjustomatic for soft, normal, or firm, by 
turning the shock absorber until it clicks into 
position. It’s said to give you selective 
steering control and stability. At Gabriel 
shock absorber dealers, or write to The 
Gabriel Co., Cleveland 15, Ohio. 
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This department is not composed of paid advertis- 
ing. All items are guaranteed by the manufacturer 
for immediate refund if you are not satisfied. Claims | 
made herein are those of the manufacturer, and do 
not constitute an endorsement by Motor Trend. When | 


ordering, include sales tax if required by your state. | 4 wien F Red Top Taper-Tone Mufflers 


The newest, most modern develop- 
ment in straight-thru mufflers . .. 
they’re tapered! 


eo 


TWO TYPES: 
Fiberglas* packed and Swirl-thru 


sail ania 
TET WE RS Py ee TE Ee ae SE 


. PRE Te ian 
© Fibergles* Packing <—p LAS 4 Gree 1 Also find out about the beautiful 
: te . . new, tapered triple-plated chrome 
4 > ( 


(=e) tailpipe extension. Two types: — 
5 Fiberglas* packed and standard. 
Also, a complete line of dual ex- 
PROGRESSIVE Engine Products Co. has | | Sea WRITE FOR COMPLETE 
announced a new supercharger said to give | ; - FREE INFORMATION TODAY! 
*TM Owens-Corning Fiberglas Corp. 


Sy 


haust and dual exhaust header 
systems. 


five- to eight-pound boost to small displace- 
ervoit Ff ment engines. The Pepco (Rootes-type) 
eeded. f blower can be put on a Nash Metropolitan, 
d. For § MG, Morris Minor, and others in about two 
Caps, # hours. All V-belts, manifold, and fittings in- 
Ave, § cluded in kit. About $175. Pepco, Inc., 647 
W. South St., Akron 7, Ohio. 
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NO MOL excessive FOl|! 


reduce sway on turns 








JUST ONE of the outstanding features of 


° aah > , eo" 
Airguide’s auto compass is its powerful Py bt." 9 
“Alnico V" magnet. It has an eight-magnet HELLWIG ives fre ride control 
compensator for accuracy; soft green edge- ‘ 
lighting is optional for an additional dollar. 
Colors are tan or gray, with matching uni- Tired springs can get a lift with HELLWIG Spring Stebilizers. 
. " 2 : Available for either front or rear springs, coil or leaf type, 
versal-type bracket to fit all cars. Price, $5.95. these adjustable stabilizers are built to improve sagging 
Airguide Instrument Co., 2210 Wabansia springs. Installation is simple and requires no alterations. 
A Chi 4 Ill Simple adjustment an ride control for any conditions. 
ve., icago 47, Ill. You'll have increased tire mileage and better high-speed car 
- control. These stabilizers are available for any late model car. 
we ea 2 Write today for the name of your nearest dealer. 


HELLWIG PRODUCTS CO., DEPT. M-9, 6231 SAN FERNANDO RD., GLENDALE 1, CALIF. 











Just 85¢ brings you your choice of the most popular automotive books 
ever published. Although the newsstands over the country are now sold 
out, mail orders are being accepted while the supply lasts. But don’t delay! 
The supply is limited! 





#101 “CUSTOM CARS” 


oO A fantastic collection of cars and ideas. 


TREND BOOKS 
5959 Hollywood Bivd., Los Angeles 28, Calif. 


3 “HOW TO BUY A CAR” 


#10 
0 New or used; a valuable illustrated guide. Enclosed is $ for the books checked 


at the left @ 85c each, postpaid. $1 each 


DON’T write it in the dust on your dash- m ” 
o* SPEED & SPORT to residents of Canada. 


board—jot it down on a Magnetic Memo! History, evenis; the complete sports car story. 
This leather-grained, vinyl memo pad holder on vem eam 

¥ rar . #105 “RESTYLE ¥ 
has a built-in magnet that clings to any sur- Oo) Custom techniques, materials in full detail. 
face. A slot holds pen or pencil, a pocket 

: #106 “HOT ROD YOUR CAR” 
takes standard-size scratch pads. A set of CO Step-by-step ways to step up performance. 
three for car, home, and office costs $1.00 
i ite: a #107 “DREAM CARS” 

Postpaid. Write: Magnex, Dept. F 45, 845 oO W orld’s most unusual cars; past, present, future 
Broadway, Denver 3, Colo. 
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Removing seat-adjusting control knob is 
first step in taking out seat—a “‘must” 
for neat installation, good appearance 


Rear seat setups vary between makes, 
but most cars utilize an attachment 
handled simply with screwdriver or pliers 


Putting cover on divided front seat, work 
cover do-on each side of seat for a snug, 
even fit. Tuck material under seat, fasten 
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In this Chevy, seat retainer strip is loos- 
ened by removing screws holding plate 
to seat base. Note assembly sequence 


Tuck in rear edges, front-center, then 
ends; secure with “hog-rings”’ (available 
at shops). Never clamp through plastic 


Pull down material, fasten to bottom- 
center of seatback. “Hog-ring”’ to spring 
under cushion, working toward ends 


DO IT YOURSELF 


SPOT survey of neighborhood auto 

upholstery shops revealed that some 
20 per cent of the people buying new seat 
covers install them themselves. The trend 
seems to follow an increased cost of seat 
cover material and installation, for two 
years ago the figure was about 12 per 
cent. You can save from three to seven 
dollars by doing the job yourself, and 
here, with the cooperation of a Howard 
Zink Corp. (Fremont, Ohio) demonstra- 
tor, you can see how the “pros” do it, 
and turn out an equally neat, long-lasting 
installation in your own backyard. 


With the seatbacks removed, you'll have 
easier access to hard-to-get-at corners, 
and won’t be cramped for working space 


Note how “hog-rings” clamp fabric 
around seat frame. Pull covers taut, 
smooth out wrinkles before fastening 


Chalk mark on reverse side of seat cover 
is guide to hole for robe cord hardware. 
Use scissors to cut a minimum hole 
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Installing Seat Covers = .272.27%. 
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Working on rear seatback, Zink demonstrator pulls cover Using “‘hog-ring”’ pliers, fasten rings securely, placing them 
down (like pulling on glove), fastens at center of cushion about four inches apart across seat. Pull cover taut 


ERD outer 
Se ons Be 


Rear seat cover is worked into place over seat cushion. Be Do not cut closer than one-half inch from circular edge of 
sure to center seat cover seams and pattern before clamping driveshaft cutout. Tuck wedge-shaped strips around opening 





If the trim fabric (such as the rayon material shown here) Zink seat covers, billed as “sure-fit” covers, look custom- 
is wrinkled, use damp sponge to shrink it to a snug fit made as installed here. You can achieve effect at low cost 
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ow to Stop Acid 
orrosion and Increase 


ngine Life--- 


By WINTHROP A. JOHNS 


A timely report on the major cause of engine wear—and 


the answer to top performance and power for 100,000 miles 
and a probable 1,000,000 miles out of every auto engine. 


ECENT developments in our labora- 

tories, the Canadian National Re- 
search Council and the laboratories of 
the oil companies have shown the way to 
stop engine wear almost completely by a 
method that is almost too simple to be 
true. Before going into the whys and 
wherefores of how this method works, it 
might be well to look into the real causes 
of engine wear in automobiles operated 
under various conditions. -In spite of 
what most people believe, friction has 
little or nothing to do with the “wear” 
that destroys the parts of your engine, 
sooner or later calling for replacements. 
The oil that you have in the engine to 
provide lubrication does just that. It 
prevents metal-to-metal contact. It also 
acts as a carrier for impurities, such as 
varnish, water, and acid. John Bentley, 
famous racing driver and editor of Auto 
Age says: “It is a demonstrable fact that 
the greatest enemy of your engine—the 
most damaging single influence constant- 
ly at work in shortening its life and 
lowering its efficiency—is acid. This 
acid does not come from the lubricating 
oil but from the gasoline burned. In 
other words, it is an inevitable product 
of combustion. Not generally known is 
the fact that gasoline contains about one 
part per thousand of sulfur. Thus, in 
every 1,000 gallons of gasoline (suff- 
cient for about 15,000 miles of driving) 
there are some six pounds of sulfur. 
That’s enough to produce five gallons 
of strong sulfuric acid. In addition, 
leaded gasolines also contain appreciable 
quantities of bromine and chlorine, so 
that when the gasoline is ‘exploded’ or 
burned in the cylinders, the products of 
combustion include carbon dioxide, sul- 
fur dioxide and trioxide, together with 
hydrogen bromide and chloride and, of 
course, water vapor. 

“Now as to what happens. Invariably, 
small quantities of combustion gases 
seep past the piston rings and enter the 
crankcase where they combine with the 
water vapor. Of these noxious blow-by 
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gases, sulfur trioxide has the greatest 
affinity for water, which it immediately 
absorbs to form sulfuric acid. In turn, 
sulfuric acid attracts more water which 
draws the remaining gases to produce 
a variety of other destructive and cor- 
rosive compounds such as hydrochloric, 
hydrobromic and carbonic acid. The 
last-named (derived from the carbon 
dioxide in the blow-by gases) occurs in 
such large quantities that its effects 
probably are more damaging than those 
of all the other acids put together. 

“Tests by the International Nickel 
Co. showed that carbonic acid has the 
power to corrode (eat away) iron at the 
rate of one-third of an inch per year. 
Theoretically, the products of combus- 
tion in the average engine are enough to 
form a pint of acid for each day run, 
given the requisite amount of water 
which is never lacking. In cold weather 
you can actually see water drip out of 
the exhaust pipe of your car. But for 
crankcase ventilation which gets rid of 
the greater part of these harmful gases 
and keeps the temperature below 190° F. 
(the critical point for water condensa- 
tion) you can imagine what would hap- 
pen to the bearings, pistons, rings, 
cylinder walls and valve gear. 

“Even as it is, the relatively small 
quantity of active acids tends to have 
the same damaging effect on metal as a 
bunch of termites constantly boring 
away at a wooden beam. Furthermore, 
these strong acids attack the fatty oils 
(organic compounds) which are the 
product of incomplete combustion, and 
the end result is the varnish that sooner 
or later gums-up piston rings and other 
components. As a matter of fact, an in- 
teresting parallel is to be found in the 
plastics industry where standard pro- 
cedure is to catalyze organic compounds 
of low molecular weight under heat 
and pressure, to form heavier molecules 
or resin (varnish) .” 





Mr. Winthrop A. Johns, Mechani- 
cal Engineer (M.1.T.) and mem- 
ber of the Society of Automotive 
Engineers who tells here of his 
14 years of experience in com- 
batting engine acids by means 
of his magnesium alloy neu- 
tralizing device. 


LKALINE oils go a long way to 

wards overcoming this acid action— 
WHEN THEY ARE NEW. But in the 
upper cylinder region where there js 
very little oil circulation and a vey 
smal] amount of oil, these alkaline re 
serves are completely used up within a 
very short time after the engine is 
started. With cold parts, water con 
denses in relatively large amounts: in 
this area making a perfect acid “still”. 
To combat this acid condition in this 
upper cylinder area requires then mor 
than the alkaline oils can supply. Early 
in our testing program, we found thal 
adding a very small amount of mag: 


EFFECT OF MAGNA-POWER ON ACID IN DRAIN O1L 
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Chart (above) shows how plug reverses acid fo 
resulting from combustion, promotes build-up of 
resist 


ale 





tergent non-corrosive organic materials. Flat 
mile curve (below) indicates greatly increased 
ance of treated oi! to sludge formation, ring pl 
even after huge mileage. 


EFFECT OF OlL DRAIN PERIOD ON OlL RING PLUGGING 
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nesium alloy to the engine system would 
hold the mineral acid formation in check 
and result in almost complete elimination 
of wear. Since the wear figures which 
have resulted from the use of the mag- 
nesium alloy are about one-third of 
those shown under the same conditions 
using alkaline oils, we can only con- 
clude that the gil with water dispersed 
in it is acting as an electrolyte and that 
ihe magnesium is providing electrons to 
discharge the hydrogen ions (thus de- 
sroying the acids) in this upper cylin- 
der area. Since this is true, then the 
elective area of the magnesium in the 
engine is not limited to its size and 
shape but is extended electrically to the 
entire inside of the engine that gets 
bathed by the oil. 

The acids that normally form are not 
oly strong but they are very thirsty 
compounds and tend to draw and hold 
water to a marked degree, as pointed out 
by Mr. Bentley above. Sulfur trioxide 
for instance will hold water until it it- 
self boils at over 500° F., so that once 
this acid forms it must be destroyed or 
little by little it will destroy the engine. 
It cannot be removed by heat, filtration 
or any known process. The formation 
of acid is then self-accelerating. The 
acids draw water that draws more acids 
that draw more water When the 
acid is destroyed by the magnesium in 
the alloy, water is no longer held and 
without water the acids cannot grow. 

Thus the vicious circle is interrupted. 
ji used drain oil there are two kinds of 

acid; strong mineral acid that will at- 
tack metals and weak organic acids that 
are not really acids in the popular sense 
but fatty oils (similar to cooking oils 
and bacon grease). The burning of the 
gasoline in the cylinders is never com- 
plete. The blow-by gases always contain 
some raw gasoline, peroxides, and other 


|forganic fatty compounds some of which 


will react with alkali to form soaps. 
These fatty compounds are known as 


|forganic acids. They are generally too 


weak to attack metal parts and are 
oftentimes detergents in their own right. 
Field testing shows that the important 


resist change in the drain oil is in the charac- 





ter of the “acid” and engine varnish 
content. 


ACIDS 
IN THE 


NEW DIRECT WAY TO KILL 
MAKES AN AMAZING CHANGE 
CHARACTER OF YOUR OIL 

When the acids eat the magnesium 

illoy in the Magna-Power they are de- 
stroyed. Without acids, water is no 
longer held. Without water, acids cannot 
form. The vicious circle is interrupted. 
less sludges, gums and resins are 


formed. 
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mineral acids build up to a point where 
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their formation rate is equal to the rate 
of their usage in destroying the metal 
parts and in the interaction with these 
organic acids and fatty oils. This in- 
teraction or polymerization results in 
gums, resins, and varnish that are the 
basic cause of ‘what you call carbon 
deposits. These deposits form in the 
cylinder head on the. top of the pistons 
and behind the piston rings. The varnish 
also coagulates with sooty material (also 
blown by) to form sludge that deposits 
in various parts of the engine. 


FATTY 
OILS 








STRONG 
— VARNISH 
A ‘ 
When the magnesium is used, the 


strong acids are reduced to about one- 
tenth of their former value, while the 
organic or fatty oils (acids) increase 
by about the same amount. (In fact we 
are not sure that there are any at all, 
since the accepted testing method may 
not fully separate the mineral from the 
organic acids.) The most important 
change however is in the varnish, gum 
and resin content since this is reduced 
by about 50 to 1. Evidently, in the norm- 
al course of events, the fatty oils or or- 
ganic acids are changed into the varnish 
by the action of the mineral acids either 
by direct combination or by catalyzed 
polymerization. Thus, by this simple 
magnesium reaction, the engine is freed 
from the constant drag of acid etching 
and the normal build-up of harmful de- 
posits. One very important point often 
overlooked in analyzing the results of 
wear on an engine is that the products 
of acid corrosion are themselves abra- 
sives. For instance, one end product of 
acid attack of iron is iron oxide which 
you know as rust, used commercially 
as rouge, an abrasive formed right on 
the surfaces you are trying to protect 
by a film of oil. Aluminum forms alumi- 
num sulphates, oxides, and carbonates, 
all of which form in tiny hard crystals 
with sharp edges. When these break 
away from the surface they scratch 
and tear both the aluminum and the 
iron of the cylinder wall. Thus in a 
normal engine it is impossible to separate 
the effects of friction or abrasive wear 
and those of acid corrosion since the 
one contributes to the other. When the 
acids are eliminated these secondary 
abrasives are also eliminated. The salts 
that form on the magnesium stay there 
until removed by wire brushing. They 
have never been known to circulate in 
the oil. The results we find in field test- 
ing consistently show a reduttion of 514 
or 6 to 1 in wear in stop-and-go service 
and as high as 10 to 1 in normal every- 
day passenger car use. 


Canadian National Research Coun- 
Bureau of Standards) 


The 
cil (Canada’s 
has this to say: 


“Adding certain metals or chemicals 
to automobile oil will: greatly extend its 


useful life. 

“To the motorist this means that he 
may be able to drive for 7,000 miles or 
more without changing oil, instead of 
the usual 1,000 or 2,000 miles. 

“Several years of laboratory work has 
shown that the metals Lithium, Potas- 
sium, Sodium and Magnesium or some 
of their salts or oxides slow down the 
oxidation that destroys and contami- 
nates the motor oil. Good results were 
shown on two test vehicles. 

“The National Research Council sug- 
gests that a piece of one of the metals 
could be placed in direct contact with 
the engine oil by attaching it to the car’s 
oil drain plug . . .” 


SINCE THE METAL PARTS OF YOUR 
ENGINE NEVER TOUCH EACH OTHER 
WHY DO THEY WEAR OUT? 


The foregoing report by Mr. Johns 
gives you the technical side of the 
story. But it all boils down to this: 

Inside your engine a film of oil sep- 
arates all metal parts. You change your 
oil frequently, yet your engine “wears 
out.” 

Or, is the engine eaten away by acid? 


WHY SULPHUR IS THE REAL ENEMY OF 
YOUR AUTO ENGINE 

The gasoline you buy has sulphur in 
it. When sulphur burns it makes sul- 
phuric acid—right inside your engine. 
Sulphuric acid eats metal; it destroys 
detergents and spawns more acid. Little 
by little your engine is eaten away. To 
combat this damage, most oil companies 
are now using anti-acids in their oils. 
But what happens when these com- 
pounds are overcome? Your engine 
corrodes once more! Acid is one of 
nature’s methods of reducing metals to 
their original primitive state. Most 
major oil companies have proven that 
acid corrosion is the major cause of 
engine wear. 





The bearing surface at left is from an 
engine with Magna-Power after 112,000 
miles in 11 years. It is still good for 
many more years of service and 4 times 
the miles. At right is one from an un- 
protected engine after 63,000 miles. IT 


IS WORN OUT! 





Win Johns says about the original 
test car: “This 1940 Ford V8 now has 
150,000 miles without overhaul. It has 
amazing power! It will go 144 mile from 


73 








standing start in 21 seconds! This with 
spars plugs with 60,000 miles! I don’t 
expect to live long enough to wear this 
engine to the first overhaul. At the 
present rate of wear it will run at least 
700,000 miles.” 

How would you like to drive a car 
for 11 years—100,000 miles—spend not 
a penny for repairs and find that it 
gives you more pick-up, more gas mile- 
age, more efficiency than when it was 
new? Tear it down, “mike” the parts 
and find that there is hardly a sign of 
pitting, that all parts are still within 
manufacturer’s tolerances! That all ex- 
posed surfaces have a mirror finish! Un- 
believable—yes! But . . . amazingly true 
—as the findings of hundreds of field 
tests in the last decade have shown! 


HERE IS THE STORY 


In 1940, Mr. Johns, while engaged 
in developing a revolutionary new air- 
craft engine, first formulated the theory 
that the cause of engine destruction was 
not friction, not oxidation, not carbon 
. .. but acid erosion! (Other independ- 
ent research seems to corroborate this 
finding. See S.A.E. Report #476 on 
“Investigation of Sulfur in Motor Gaso- 
line,” Summer of 1950.) To prove his 
theory Mr. Johns tried various methods 
of neutralizing free acid in oil. After 
tests with various substances, it was 
found that a “sacrifice” neutralizer was 
superior to a “chemical” neutralizer. The 
Magna-Power Acid Neutralizer repre- 
sents the culmination of 10 years of 
experiment and field testing. The re- 
sults of the field testing prove that acid 
erosion is responsible for at least 90% 
of engine wear, and that this acid 
erosion can be reduced to practically 
zero! P 

But that isn’t all . . . Even House-to- 
House and _ Store-to-Store delivery 
trucks with over 120,000 miles, are in 
superb condition—normal engine life, 
with overhaul, is 20,000 to 40,000 miles! 
It will take years before the engine life 
of an ordinary automobile equipped 
with the Johns Magna-Power Acid 
Neutralizer can be determined. At the 
present; factual data _ indicate that 
1,000,000 miles is possible! (The limit- 
ing factor—metal “fatigue” rather than 
wear! ) 


HOW MAGNA-POWER REDUCES 
OIL DIRTINESS 





Photo at left shows a bottle of oil 
taken from a fork lift truck after 200 
hours of operation without a Magna- 
Power. Notice how dark the oil appears. 
The light hardly shines through. You 
can see visible evidence of oil deterio- 
ration. The photo at right shows a 
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(Advertisement) 
sample of oil taken from the same lift 
truck after 200 hours with the Magna- 
Power acid neutralizer the oil is almost 
as clear as when it was first changed. 
Illustration below shows blot test of oil 
samples taken from bottles above. 


Fork Lift Truck Straight Mineral Oil 





200 Hours 


200 Hours 
Without Magna-Power With Magna-Power 


Why take a Gasoline Pill to Cure an 
Engine Headache when You Can Get 
Rid of the Cause? 


Why use additives in your gas & oil 
when nature has provided an antidote to 
the deadly sulphuric acid? Why destroy 
the natural powers of gas and oil with 
adulterants when you can eliminate the 
impurities in the first place with a Mag- 
na-Power Acid Neutralizer! 

The gas companies are spending 
MILLIONS to add XY and ABC to oil 
and gas in order to stop knocks, cor- 
rosion and deposits caused by acids! 
Here is the only permanent cure for 
acid deterioration. It costs you $2.95. 
But if it does not save you $295.00 in 
oil changes, ring jobs, and gas mileage 
a refund is yours—and no questions 
asked—even if it takes 5 years to prove 
it to yourself! 


22 Times around the World— 
61,810 miles on ONE Set of or- 
dinary SPARK 


PLUGS 


Yet they still per- 
form as though the 
engine was made 
for them! 


Another _ spectac- 
ular success story for the Magna-Power 
Acid Neutralizer—with the porcelain 
insulators “shot” on three of them (due 
to accidental breakage) this set of plugs 
still does not misfire. The engine still 
idles perfectly, and smoothly—and picks 
up speed quickly without bucking. When 
new plugs were finally installed, there 
was no detectable difference in perform- 
ance and economy. 


How Is This Possible? 


These plugs might even last another 
60,000 miles or more. This amazing 
record of spark plug endurance was 
made possible by eliminating the cor- 
rosive acids from the engine oil! 

We know that oil gets into the com- 
bustion chamber since the character of 
the deposits on top of the piston and in 
the cylinder head is affected by the kind 
of oil that is used. The spark plug is 
under heat only during the power 
stroke which is about %4 of the time. 
The rest of the time is used to push out 
the burned gases. draw in a new charge. 


and compress it. Somehow the mag. 
nesium niullifies the corrosive com. 
pounds in the oil or gets in the way of 
their acting, reacts with peroxides or 
acts as an anti-catalyst to prevent the 
formation of short-circuiting materials 
that cause spark plug failure. Field re. 
sults show astonishing spark plug life 
where even high compression engines 
such as Cadillac and Oldsmobile run 
perfectly for 25,000 miles or more with. 
out even removing the spark plugs. 


SEE with your OWN EYES 
THE AMAZING ACID-NEUTRALIZING 
ACTION of MAGNA-POWER 
CRANKCASE OIL DRAIN PLUG 


Put a MAGNA-POWER Oil Drain 
Plug into a small glass. Pour enough 
fresh vinegar, citrus fruit juice or other 
acid liquid into the glass to submerge 
the magnesium alloy rod, made to ex. 
tend % of an inch up into the oil cham. 
ber from the screwed in drain plug 
base. Then watch the foaming, effer-{ 
vescent effect of this alloy rod as it 
neutralizes the acid in the liquid. That's 
how the amazing MAGNA-POWER 
Oil Drain Plug combats destructive 
corrosive acids as they form in your 
crankcase. You then see how your very 
small investment in this simple but 
marvelously effective accessory may add 
many thousands of miles to the pep, 
performance and endurance of your car, 
That, means hundreds of dollars in value 
added to your investment in a fine mod- 
ern car—which is probably your second 
heaviest investment next to your home! 
Here are the ANSWERS to some of the 
QUESTIONS you may have: 


If this is so good, why don’t the new 
car manufacturers put one in each 
engine? 


The situation is similar to the way oil 
filters gradually became accepted. For 
years and years it was only the fleet 
owners and those with courage enough 
to believe their eyes who gained the 
benefits of cleaner oil by using those 
“new fangled” oil filters. Another reason 
why they may never be put on new cars 
is that they extend the “break-in” period 
to 25,000 or 30,000 miles, so they should 
be installed after 2,500 or 3,000 miles. 


How soon can | notice a difference in 
my engine after |! install a Magno- 
Power? 


The oil shows cleaner even after the 
first 1,000 miles and by the time you 
reach 5,000 miles there will be a notice- 
able increase in power. The best way te 
measure that is to time the acceleration 
from 10 to 50 mph over the same road 
in the same direction and under the 
same weather conditions. Do this now 
before you install a Magna-Power, then 
later you can check and compare. 


Will any harm be done if | use any 
of the special oils sold at service sta- 
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yse of them except to give an occasional 
deaning. With 1/10th the wear, the 
werage passenger car will go without 
werhau! for 50 or 60 years—and after 
hat we think it’s a matter of “Who 
cares?” 

Be very careful if any dopes are added 
i) the oil; they may seem to give tem- 
porary benefits but later break down to 
form sticky gum or varnish. Molyb- 
denum disulfide in the so-called “Moly” 
ails is mainly useful if you lose all your 
oil or water and the motor overheats. 


WE HAVE SEEN NO FIGURES OF 
TESTS WHERE SOME _ ENGINES 
WITH AND SOME WITHOUT THESE 
ADDED DOPES WERE OPERATED 
OVER LONG PERIODS OF TIME. 


How can you’ increase compression 


even without acid in the oil? 


When an engine is new the compres- 
sion is lower than the figure reached 
after 5 or 6 thousand miles. The wear- 
ing in of the parts makes for better seal- 


Enclosed is my check for $2.95 covering cost 
of one (1) MAGNA-POWER plug for 1954 Ford 
V-8. Please rush this order as | want to use the 
plug when | next change oil shortly. | have had 
these plugs in my last two cars and believe them 
to be well worth their trifling cost. Since | sel- 
dom drive a car over 35,000 miles | cannot 
testify as to the merit for longer usage, how- 
ever, the theory advanced for use of such a de- 
vie is logical and | will continue to use 
MAGNA-POWER acid neutralizers in my cars, 
AND RECOMMEND THEM TO OTHERS.— D.W.C., 
Minneapolis, Minn. 


| have put the Magna-Power acid neutralizer 
in my 1949 Chevrolet when the car was pur- 
chased new. 

In servicing the Chevrolet for the past two 
years, | have found that the only thing required 
to keep the car in good running condition was 
to clean and reset the ignition points, and clean 
and set the gaps on the spark plugs. Amazing 
as it seems, the plugs are still in perfect condi- 
tion after 35,000 miles. | usually have to re- 
place plugs at fifteen to twenty thousand miles. 
The oil consumption is low, as there is seldom 
any oil added from oil change to oil change. 
—R.D., Perth Amboy, N. J. 


Please ship me one Magna-Power acid neu- 
talizer to fit a 1953 Chrysler New Yorker. The 
two previous neutralizers you sold me were 
very satisfactory. —J.G.S., Greenwood, S. C. 


| put it in my 1950 Hudson and it performs 
better than ever before! It really has a notice- 
able difference in pick up. | also noticed that for 
the first time, the oil dip stick cleaned up by it- 
self after installing the Magna-Power. Thanks 
again for your letter. When | first put in your 
Magna-Power | didn’t notice much difference 
until after 50 miles and now with 1,500, the car 
goes better all the time. | now have 38,500 
miles on the car and plan to keep it for 10 
years. —R.A.M., New York, N. Y. 


| wish to bring to your attention the remark- 
able performance of your Magna-Power acid 


freutralizer in the 1948 Ford car which | recently 


any 
oil? | 
. for 
nuch 


‘rend 


traded in. The plug was installed when the car 
was almost new. After 29,000 miles of rather 
hard use, oil consumption and power were 
equivalent to new car performance, while the 
trankcase oil remained. clear and free of sludge 
at all times, Needless to say, | have installed a 
Magna-Power in my new car. 





(Advertisement) 

ing of the rings and valves. The surfaces 
that are developed are continually being 
eaten by the acids; so that when the 
rate of destruction by the acids becomes 
greater than the “wear in,” the com- 
pression starts decreasing. Without the 
acid acting these surfaces build up 
mirror finishes, valves seat more _per- 
fectly with a general increase in sealing 
ability. 


affect the 
valve lifters? 


will the 
operation 


Magna-Power 
of hydraulic 


The Magna-Power is highly recom- 
mended for this type of engine: it ap- 
parently inhibits the formation of the 
gums and resins that cause trouble for 
these lifters by making them stick. Our 
experience to date has been 100% favor- 
able—in fact some users report that 
they are able to use regular oils instead 
of the new High Detergent oils. We be- 
lieve however that you should do all you 
can to protect these lifters, so we recom- 
mend that you use both the Magna- 
Power and the detergent oils. 





WHAT MAGNA-POWER USERS WRITE: 


| congratulate you on an important advance 
in automotive development. 
—J.C.R., Fanwood, N. J. 


On Aug. of 1952 | purchased a Magna-Power 
Acid Neutralizer auto crankcase drain plug for 
my 1949 DeSoto car. | used this for some 25,000 
miles with remarkable results:— 1. Much more 
power and pep. 2. Better mileage on both oil 
and gas. 3. Remarkable spark plug life. Actually 
my car had more “get-up-and-go” at 46,000 
miles than it had at 5,000 miles. | attribute it 
all to the plug | purchased from you people. | 
actually sold my car for over twice its retail 
value, just because of the pep and snap it 
actually had. —R.F.H., Ashland, Ohio 


In April, | purchased a “Magna-Power” plug 
for my 1951 Buick. It has lived up to the things 
you said it would. Now | would like to pur- 
chase one for my other car. Enclosed find check 
for $2.95 for one “Magna-Power” plug for my 
1953 Chevrolet Station Wagon, Series No. 150. 

—K.H.B., Middlebury, Conn. 


Just traded in my 1951 Mercury—used your 
Magna-Power for 28,000 miles. Car has as much 
power as when new—and is using no oil. Think 
your product must have helped a lot since much 
of this mileage was city stop and go driving. 
Please hurry the new unit and thanks a lot. 

—H.E.G., Indianapolis, Ind. 


| have installed the Magna-Power acid neu- 
tralizer on several cars, some with as many as 
10,000 miles on them. 

In each case, | have found evidence of in- 
creased performance. However, the more notice- 
able has been the decreased amount of servic- 
ing required. The spark plugs have longer serv- 
ice periods, and the crankcase oil seems to stay 
free from sludge for longer periods. 

The compression tests made on these cars 
have either remained the same, or have in- 
creased over periods of use of approximately 
20,000 miles. 

The mileage per gallon of gas has not de- 
creased, and the oil consumption has not in- 
creased. These are real indications of better 
economy. 

From these indications, it may then be con- 
cluded that the Magna-Power acid neutralizer 
does the job that you claim it can do. 


—J.K., Nixon, N. J. L. 





My car has already gone 55,000 miles. 
Will your Magna-Power help it? 


Our tests indicate that if a passenger 
car engine uses less than a quart of oil 
each 500 miles then the Magna-Power 
will help. Beyond that it may help but 
we aren’t sure. 
oil 


What is the effect change 


periods and filter life? 


We find that in passenger car service 
4,000 mile oil changes are adequate and 
even then there is some doubt about the 
necessity of change. Filter cartridge life 
doubles or triples due to the decreased 
amounts of sludge and resins formed; 
they are good for 12,000 or even 16,000 
miles. 


How are the Magna-Powers for small 
air cooled motors? 


Magna-Power is good for any engine 
that has an oil reservoir; it may be 
effective on two-cycle engines where 
there is no oil sump, since the anodic 
effect may help on wear. 


Won't the new “heavy duty” oils do 
the same thing as your Magna-Power? 


No. The results of these oils show 
wear reductions to Yard or th in pas- 
senger car service, while the Magna- 
Power gives consistent figures of 1/10th 
the former wear in the same type of 
service. Used together we believe that 
even greater reductions can_ result. 
These oils will however make it appear 
that the oil gets dirty sooner because 
the detergents that have been added 
keep the soot and carbon particles sus- 
pended in the oil so fine that they go 
right through the filters. Even so these 
particles are not large enough to cause 
trouble. 

There are only two things to remem- 
ber when you use a Magna-Power. Have 
your service station man wire brush 
the magnesium part at each oil change, 
thus exposing a fresh surface; and 
change your oil filter regularly. Com- 
plete instructions are sent with each 


plug. 


EXPERIMENT WITH THE MAGNA-POWER 
NEUTRALIZER AT OUR RISK 


If you are not satisfied with the way it works, 
send it back, at any time (years from now, if 
you choose), for an immediate refund. 


GET ONE NOW FOR YOUR NEXT OIL 
CHANGE. MAGNA-POWER WILL HELP 
ANY ENGINE THAT USES LESS THAN 
ONE QUART OF OIL EACH 500 MILES— 
OR YOUR MONEY BACK. 


— "I 
JOHNS MFG. CO., Dept. M-12, Dunellen, N.J. 


fae Sverre (make)........ (year). 
Please send me, postpaid, a MAGNA-POWER acid 
neutralizer. | enclose $2.95. | understand that it { 
is sold with an unconditional guarantee of satis- 
faction or my money back! 
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REGISTERED U. S$. PATENT OFFICE 


THE MALLORY DISTRIBUTOR was developed for the owner 

who wants the “best in ignition”. . . It is universal... Can 

be supplied for practically any car or truck ...Can be 

used with either the Mallory Best" Coil, the conventional 

coil, or the revolutionary Magspark Transformer... The 

vacuum advance mechanism is unique; no movable cir- 

cuit breaker plate to wear or chatter. Both vacuum and 

centrifugal advance is done by the cam. This. eliminates 

any possibility of the spark occurring while rotor is off 

distributor segment and cause cross-firing. The vacuum 

gives more advance at the low cruising speeds, which 

means better economy... The Mallory Distributor has a 

wipe-type Rotor that lowers the resistance between coil 

and spark plug . . . The special Distributor Cap seals all the 

secondary wires and connections from moisture, making 

the entire top moisture-proof ... The Mallory Distributor 

has a compensating governor which can be easily ad. 

justed to produce the proper advance curve. This is very L-POINT DISTRIBUTORS 
essential to meet timing requirements due to variation in $28.80 TO $42.10) 
compression caused by climatic and altitude conditions, 
as welkas compression being changed by the owner... 
THE MALLORY DISTRIBUTOR WITH MAGSPARK TRANS- 
FORMER WILL PRODUCE MORE SPARKS PER MINUTE 
THAN ANY PRESENT-DAY ENCiNE REQUIRES. 


MALLORY MAGSPARK TRANSFORMER MALLORY BALLBEARING 
(PRICE $22.00) 
en ae MALLORY “BEST” COIL 


THE MAGSPARK TRANSFORMER derives its name from (PRICE $3.40 TO $11.90) 

the magneto. It-produces a magneto spark, long ac- (PRICE $13.10) 

claimed by engineers as the best ignition . . . You Each Mallory Conversion Kit “Best” Coi 

can have this revolutionary ignition system on your comes equipped with Mallory * 3 me Mc 7 - ? =~ 

own car and engine performance that will amaze you, STABILIZED Breaker-Points . .. bai ny mgs 0 — ered 

by installing the Magspark Transformer and Distribu- A special Mallory Heavy-Duty pao yee ore wn — 

tor, or the distributor on your car can be converted condenser (s0 neces Cun dieal ease tar Caanpectty Sang Sie . - - ate 

for operation with the Transformer. Although the Mag- i . a ar art coil is equipped with a special alloy 

spark Transformer replaces the coil now on your car, point operation) is also included. “resistance unit” for protection against 

it is not just another coil. It has a completely closed - A Mallory Kit can economi- overheating and excessive current flow. 
cally convert the distributor in +. . Designed for all-around purpose, it 


magnetic circuit which produces an alternating mag- 
netic flux, the same as a magneto, generating a spark your car to the added advan- is of very high voltage, yet very easy 


of very high voltage and of long duration. tages of Mallory ignition. on contact points. 


_ A MALLORY IGNITION SYSTEM IS ene FOR YOUR CAR OR TRUCK... ASK YOUR DEALER . 
TE TODAY FOR SOMTLETE Ri ATION AND ENGINE! RING Di 1s ON } iE MALLORY > 


Pies? a 


MALLORY ELECTRIC CORPORATION ¢ 12416 Cloverdale Ave. ¢ DETROIT 4, MICH. 
ee if be v Bo 








